TRANSPORTATION LIBRARY 


IN A FREIGHT CAR 


ROTRUDING nailheads or other projections can 
do a lot of damage to a piece of freight. That’s why 
Erie men are so particular about hunting them down. 


But finding each and every one of these could be a very 
time consuming task. So a nail finder is used—a simple 
straight edge with hand hold which is carefully passed 
over walls and floor to detect nails and other projections. 
When found, they are promptly removed. 


The use of equipment like this is typical of the many 
precautions Erie men are taking to safeguard the freight 
of Erie shippers. Their faithful practice of safe shipping 
and careful handling methods makes us proud to say,® 


~ ates the ERI € 
Erie Railroad 


ONE OF AMERICA’S RAILROADS—ALL OUT FOR VICTORY 


BUY WAR BONDS AND STAMPS 
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Q. Trained beaver build dams in mountain streams to provide ice used in 
Northern Pacific refrigerator cars. Fact or fiction? 


A. Fiction ... but N. P. crews do exactly that, to help supply 180,000 
tons of ice used yearly on the system. 


Q. Ice used in N. P. passenger cars alone could supply 25 Ibs. daily for Q. Pink waybill controlling a car means “KEEP CONTENTS IN PINK 
more than 4,000 home refrigerators. Fact or fiction? OF CONDITION.” Fact or fiction? 


A. Fact. N. P. has 25 huge ice houses which supply purest artificial 


A. Fact. It’s a signal to every railroader, demanding top speed, 
ice for dining car service, natural ice for refrigeration. 


frequent servicing, for iced foods in transit. 


Q. Ice bunkers are novel hazards, lined with huge ice cakes, built Q. Hundreds 


of expert icemen provide skilled, dependable, daily 
into Rocky Mountain golf courses. Fact or fiction? 


refrigeration service on one U. S. Main Street. Fact or fiction? 
A. Fiction. They’re ice chests built into refrigerator cars. Last 
year Northern Pacific moved 575,000 tons of perishables under 
perfectly controlled refrigeration. 


A. Fact. They are N. P. ice specialists, serving major shippers 
of fruits, vegetables, meat, butter, other perishables on the 
Main Street of The Northwest. 
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eT een rr 286 at DECATUR. We learned it through long years of 


experience ... and we practice it daily through the 
Becket of the Commiiasiom. ..........cccccccccccces 288 military precision of our great organization of ex- 
perts ... strategically widespread over a vast area 
. . - with adequate terminals, all-inclusive routes 
and modern transport equipment interlinked to 
blanket the midwest and contiguous regions with 
a service that has no peer in punctuality. Thus 
TRAFIC WORLD we're moving mountains of war and civilian goods 
every day for leading shippers ... but we're avail- 
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Nature Favors 


the SOU 


..-in minerals...For the mineral re- 
sources of the South are of almost incred- 
ible variety and abundance. This vast 
mineral wealth constitutes one of the 
country’s greatest assets. It is helping 
America to build a chemical industry 
which leads the world, with scores of 
products ranging from synthetic rubber 
to bromine from sea water. 


Today, the minerals of the South con- 
stitute a factor of vital importance in the 
waging ofwar. Inthe years to come,thesere- 
sources will contribute in greater measure 
to the upbuilding of the industrial South. 


From the phosphate beds of Florida and 
the coal and iron deposits of Alabama to 
the synthetic nitrogen plants of Virginia, 
the Seaboard Railway has shared in the 
development of the South’s mineral re- 
sources. On the established principle that 
the welfare of the railroad depends on the 
prosperity of its patrons, the Seaboard has 
worked for many years for the economic 
development of the territory it serves. The 
Seaboard will plan and work in the future, 
as in the past, for the fullest development 
of the South’s vast mineral resources. 


Seaboard Railway, Norfolk 10, Virginia. 
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On February 1, 1944, this Company acquired, and is now oper- 
ating, the properties and lines of railroad formerly operated by the 
Trustees of The Akron, Canton & Youngstown Railway Company 
and The Northern Ohio Railway Company. ; 

All officers, employes and agents of the Trustees have been 
appointed and will continue as officers, employes and agents of 
the new Company. 


All tariffs of the former companies containing rates, charges, 
routes, rules and regulations have been adopted by the new 
Company. 

Grateful acknowledgement is made of the co-operation and 


support given us by our many friends, which made this reorgani- 
zation possible. 


THE AKRON, CANTON & YOUNGSTOWN RAILROAD CO. 


General Offices 
12 EAST EXCHANGE ST., AKRON 8, OHIO 
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Power and 


Performance to 


“KEEP ‘EM ROLLING’ 


The Chicago Great Western Railway is adequately 


equipped to perform its full share in carrying out the 


Serving Nation’s war program. 


5 
Important Gateways 


Tracks, motive power and all equipment are in first class 
condition. Operations are well organized and function- 


, ing efficiently and smoothly. 
Chicago 


By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 

St. Joseph war program and for the ordinary needs of America. 
At your service. 


Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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The fastest, and most dependable route for merchandise 
freight, moving between the Midwest and the Virginias 
and Carolinas and between the North and the South, is via 


Precision Transportation — and that means the Norfolk and 
Western Railway. 


Precision Transportation is the result of ‘‘what it takes ' : WAR BONDS 
and knowing how’ —a roadbed, second to none, strong, atid 
well graded and smooth; one of the most up-to-date signal 
systems in existence; thousands of sturdy freight cars of all 
types; a fleet of fast, powerful, modern locomotives; great 
shops, where equipment is kept in the finest condition; sta- 


tions and terminals, where shipments are handled with speed 
and accuracy; extensive yards, where cars are classified with 
dispatch; package cars that make it possible for less-than- 
carloads to receive time freight handling; through freights 


that operate on passenger-like schedules; adequate merchan- 


dise pier facilities at the world’s greatest year-round ice-free 
natural harbor — Norfolk. 


Last and most important, a family of many thousands of 
loyal, efficient employees —employees who make their partic- 
ular phase of railroading a real contribution to an outstand- 


ing service that adds up literally to Precision Transportation. PRECISION TRANSPORTATION 


The Norfolk and Western's 
staff of freight experts—men with 
years of training and experience 
—are located in principal cities 
of the country. They are avail- 
able to render every possible 
assistance in solving your 
shipping problems. 
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The Story of “The Hump” — the world’s 
most dangerous overland air route 


REMC at Pe tontenanumtn: -mcooteeconecenan iiatiaenann cecarummanmec rer. 





Today, American airmen are ferrying a greater ton- 

@ nage of military supplies to hard-pressed China than 

was ever carried over the tortuous Burma Road. They’re 

flying it over “The Hump”—the towering Himalayas be- 

tween India and China. It’s the most treacherous 500-mile 
air route in the world. But the freight goes through! 
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rd a clearer public 
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The first leg of the journey is over the steaming, foggy 

e Assam jungles. Because there are no emergency land- 

ing fields, some of the planes have crashed. But most of 

the men who bail out eventually plod their way to safety, 

aided by rescue pilots, who drop written instructions, food, 
and medical supplies by parachute. 





Day and night, the heavily loaded Liberator Express 

@ transport planes streak toward ‘‘The Hump.” Shuttling 
across a tumbled mass of uncharted mountains, they 
dodge peaks that rise 20,000 feet. Icing is an ever-present 
hazard. Flying unarmed, the cargo planes are often attacked 
by Jap fighter planes. Still the freight goes through! 





CONSOLIDATED VULTEE 


This slender aerial life line over ‘‘The Hump” is now 

e the only channel by which Allied war equipment gets 

into China. Around the clock, in monsoon season and 

out, our flyers carry a constant stream of gasoline, bombs, 

jeeps, ammunition, artillery, small arms, clothing, aircraft 
engines and spare parts. 
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many of our India-China flyers have been awarded 

e decorations—and they’ve earned them! No one pre- 

tends that the supplies being flown in are sufficient to 

fully equip the Chinese. But the same ingenuity and courage 

that can conquer the lofty Himalayas will eventually open 

up new channels of transportation so that today’s trickle 
of supplies will swell to an avalanche. 


After the war, when all forms of transportation must 

e work together to rebuild the peacetime world, the plane 

will continue to play its part, along with the truck, the 

train, and the ship. But the plane will have a second, and 

even greater, responsibility to fulfill: that of helping to 
enforce the peace in this 60-hour-wide world. 


In short, a permanent postwar Air Force can be one of 


America’s soundest investments in the interests of a lasting 
peace. 


AIRCRAFT 2" 


Quick Facts for Air-Minded Readers 


Preview of the future—Last year, 6% of the dollar volume 
of all imports to the U. S. came by air—a total of 4,000,000 
pounds. 

Many of the air cargoes included mica, quartz crystals, 
industrial diamonds, and rare drugs, without which the pro- 
duction of vital war materials could not have continued. 


Saving American lives — Litters for 8 wounded men can be 
fitted into the bomb bay of a Liberator bomber. The Army 
has already flown out several hundred thousand casualties 
from combat areas to hospitals. 


9 tons per month—The Air Service Command reports that 
for every Air Force pilot based overseas, it sends out an 
average of 9 tons of aviation supplies monthly. 

This does not include food and other items which are han- 
dled by the Quartermaster Corps. 


An airline is born—In order to expedite the flow of military 
personnel and equipment to the South Pacific, Consolidated 
Vultee operates a daily air-transport service known as Con- 
sairway. 


A Liberator Express recently chalked up Consairway’s 
1000th transpacific flight. 


Consolidated Vultee is the largest builder 
of airplanes in the world. 


No spot on earth is more 
than 60 hours’ flying time 
from your local airport 


From “Fiying Jeeps” to Leviathans of the air — The 
planes shown below were all designed and developed 
by Consolidated Vultee. When peace comes, the company 
will be in a position to provide the postwar equivalent of 
such planes, from small, privately owned “‘air flivvers’’ to 
huge, transoceanic cargo-and-passenger planes. 


LIBERATOR EXPRESS ...transport 


CORONADO... patrol bomber CATALINA... potro! bomber 


VENGEANCE... dive bomber 


SENTINEL ,.,“Flying Jeep’* 


Fort Worth, Texas Louisville, Ky. Allentown, Pa. 

New Orleans, la. Wayne, Mich. Elizabeth City, N. C. 

Nashville, Tenn. Dearborn, Mich. Miami, Fla. 
Member, Aircraft War Production Council 
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The hands behind 


the records... 


@ The strong hands that grip the handles of a 
shipper’s loading truck play a vital part in the 
job America’s railroads are doing. For no matter 
how hard we railroads might try, we’d set no per- 
formance records without the splendid cooperation 
we get from the shippers and receivers we serve. 

The three roads whose signatures appear below 
are especially grateful for the cooperation they 
have received. It has made it possible for us to get 
maximum use out of every single piece of rolling 
stock and other equipment we own. Without such 


an effective program of “maximum use’”’ it simply 
would not be possible to meet the tremendous de- 
mands wartime transportation has put upon us. 

So, although the railroads get most of the credit 
in the press and on the air, we’d like the shippers 
and receivers we serve to understand that we know 
how important their work is to us and to the 
nation in “keeping ’em rolling.” 

We promise that we will go right on doing our 
best all the time to be worthy of “the hands be- 
hind the records.” 


THE CHESAPEAKE AND OHIO LINES 


Cleveland 1, Ohio 


NICKEL 


PLATE 


ROAD ° PERE MARQUETTE RAILWAY 
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Henry A. Palmer, Editor 


To William M. Jeffers, president, Union Pacific 

® Railroad, and formerly Rubber Director, must go 

the credit for the situation that enabled his successor, 
Colonel Bradley Dewey, to submit his resignation this 
week and recommend the abolition of the Office of Rub- 
ber Director. The tasks for which the Baruch rubber 
survey committee recommended the creation of the of- 
fice had been accomplished, said Colonel Dewey, who 
was Rubber Director Jeffers’ “right bower” before he 
succeeded to the directorship when Mr. Jeffers resigned. 
In his special report recommending discontinuance 

of the Office of Rubber Director and establishment of a 
rubber division in the W.P.B. to carry on necessary 
activities in connection with the synthetic rubber pro- 
gram, Director Dewey pointed out that the Baruch com- 
mittee, nearly two years ago, stated that of all the 
critical and strategic materials, “rubber is the one which 
presents the greatest threat to the safety of our nation 
and the success of the Allied cause,” and “‘if we fail to 
secure quickly a large new rubber supply our war effort 
and our domestic economy will both collapse.” Empha- 
sizing the necessity of keeping our armed forces fight- 
ing and our essential civilian wheels turning, said 
Colonel Dewey, the Baruch committee said: ‘This can 
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“Bulling Through’? Needed 


best be done by ‘bulling through’ the present gigantic 
rubber program and by safeguarding zealously every 
ounce of rubber in the country.” Mr. Jeffers was ap- 
pointed to do the “bulling through” job and he did it 
by effective methods the country came to know about 
as he again and again demanded and obtained results. 
He knew his objective and he attained it, despite bureau- 
cratic barriers. 

The accomplishments of the Office of Rubber Di- 
rector, however, all the more emphasize the present lack 
of manpower in the tire-making industry. Synthetic 
rubber is available for tires but the country faces a 
most serious situation because of lack of large tires for 
commercial vehicles. Another dose of “bulling through” 
is needed here. A Mr. Jeffers, we think, would get the 
men to make the tires—would have had the men ready 
to make the tires as soon as the synthetic rubber was 
available. Someone has failed and without excuse. The 
war and vital commercial needs of the country are not 
being met adequately as a result. 

Colonel Dewey, following the example set by his 
former chief who quit when he had accomplished the 
task assigned him, sees no reason to keep up the expense 
of the Office of Rubber Director and recommends its 





OUR PLATFORM™M 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training. in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


245 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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abolition. In transmitting his special report to James F. 
Byrnes, director of the» Office of War Mobilization, 
Colonel Dewey said: 


“The tasks for which the Baruch Committee recom- 
mended the creation of the Office of Rubber Director by 
the President were unique: peculiar to a nation depend- 


ent upon rubber and suddenly cut off from its supply. . 


These tasks have been accomplished. A synthetic rub- 
ber industry has been established and is in complete 
operation. It is providing the nation with an ample sup- 
ply of rubber. From this point on, the problems incident 
to converting the new synthetic rubbers to goods essen- 
tial on the military and home fronts are substantially 
the same as the more or less routine problems facing 
every great industry in war time. With rubber itself no 
longer a problem, success or failure in the future will 
depend upon whether sufficient tire cords, carbon blacks 
and particularly manpower are provided to the rubber 
goods manufacturing plants. 


“The need no longer exists for a highly integrated, 
hard-hitting organization cutting across properly estab- 
lished lines of responsibility of many agencies and, in the 
words of the President’s directive, handling the super- 
vision of ‘technical research and development, importa- 
tion, purchase, sale acquisition, storage, transportation, 
provision of facilities, conservation, production, manu- 
facturing, processing, marketing, distribution, and use 
of natural and synthetic rubber, related materials, and 
products manufactured therefrom.’ It is time to liqui- 
date this war-time agency created for a special pur- 
pose. The need for it has been met. Today’s need is for 
manpower. 


“In submitting my recommendations, I emphasize 
that there is still work to be done if the country is to be 
kept on wheels. Above all, this must not be taken as a 
signal for waste of rubber or rubber tires by use or 
speed.” 


Trucks. Tires and the War 


Hard on the heels of statements made at a meet- 
® ing of truck operators in Chicago on Monday of 
this week, that several hundred common carrier trucks 
in the area were idle for want of tires and that thou- 
sands more were taking chances with the freight they 
carried by embarking on over-the-road journeys with- 
out spare tires, comes the announcement by the War 
Production Board that it has allocated only 60,000 
heavy-duty tires for the month of August—less than 
half of those allocated for July. The situation in the 
common carrier trucking industry, as described at the 
meeting, is critical. Estimates as to the percentage of 
the total of vehicles likely to be removed from service 
for want of tires within the next month or so ranged 
all the way from ten to fifty per cent—and that at a 
time when the number of serviceable trucks and trail- 
ers, because of obsolescence and the small number be- 
ing produced, is decreasing rapidly. 
It would not be fair to criticize the action of the 
W. P. B. Undoubtedly it was dictated by military ne- 
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cessity. Heavy-duty tires require a much larger pro. 
portion of crude rubber in their make-up than do the 
lighter passenger automobile tires. If the military 
vehicles in Normandy and on Guam need all the 
heavy-duty tires available or capable of being pro. 
duced, domestic transportation will simply have to 
find ways of getting along with what might otherwise 
be called essential highway transportation. However 
critical the plight of the common carrier truckers may 
be, and however impossible it may seem at the moment 
to carry on the domestic economy without their sery- 
ices, the cold fact remains that the necessity for the 
continuation of our successful military advances tran- 
scends either. 

On the other hand, there is no excuse, even in 
military necessity, for some of the practices described 
at the meeting. There has been no denial from off- 
cial sources, so we assume that stories of heavy-duty 
tires decaying into uselessness on idle military vehicles 
stored in the open in this country for periods of as 
long as a year, and about huge stocks of those tires 
held by manufacturers of military trucks that can not 
possibly be put to use for several months, are true. 

Tires, after they have been issued for presumed 
military uses, are no longer in the control of the W. 
P. B. After they have been so allocated, they belong 
to the Army and Navy to do with as they please. That 
being the case, there ought to be a way for some 
authoritative agency to take up the matter with the 
Army and Navy in an effort to have some of the tires 
transferred to channels through which they can be put 
to essential civilian uses. After all, the common car- 
rier trucks haul a lot of military material and the 
armed forces will not be exempt from the pinch if and 
when the lack of tires removes more civilian trucks 
from the highway. 

The preservation of efficient civilian transporta- 
tion in wartime is the duty of the Office of Defense 
Transportation. That agency has been diligent and 
active in dealing with the Office of Price Administra- 
tion and the W. P. B. in attempting to obtain larger 
allocations of heavy-duty tires for civilian use. It has 
failed in those efforts. It would be interesting to know 
whether it is now trying to persuade the Army and 
Navy to turn loose some of the tires they now have, 
but which they are not using. 





BULLETINS ON GOVERNMENT “OVER” FREIGHT 

Lewis Pilcher, secretary, freight claim division, Associa 
tion of American Railroads, in a letter to members of the divi: 
sion, in behalf of the division’s committee on prevention of loss 
and damage, asked them to indicate whether or not they be 
lieve the division should continue, for an additional six months, 
to publish bulletins concerning “cases of government ‘over 
freight of special nature, delivered without identification with 
government bill of lading.” Publication of the series of bulle- 
tins began March 20, at which time the prevention committee 
decided to continue the series for a four-month test period. 
Mr. Pilcher asked the members to say whether or not the cases 
covered in the several bulletins had been “of any use in off- 
setting claims presented for the value of the ‘over’ material. 

















You may either write or wire our Washington office 
for information coneerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Champlin Pipeline Status 


The Commission’s conclusion, in its report on reargument 
in Valuation Docket No. 1267, Valuation of Pipe Line of Cham- 
plin Refining Co., that the Champlin Refining Co. was a pipeline 
company subject to the Commission’s jurisdiction, though the 
company’s line was from a lease tank on a producing property 
in Oklahoma to a storage tank on an adjacent property in Kan- 
sas, Was not supported by the law, said the Champlin company 
in a petition for rehearing and vacation of the report and order 
of — on reargument (see Traffic World, June 24, 

. 1687). 

. “The fundamental difference between the situation here and 
in the Pipe Line Cases, 234 U. S. 548, 58 L. ed. 1459,” said the 
Champlin company, “is that in the Pipe Line Cases ... the 
producers of crude oil were without other means to get their 
product to a market, whereas here no one is required to deal 
with the Champlin company in the purchase of its refined prod- 
ucts, there being immediately available to such purchaser in the 
trade territory, like products of equal grade manufactured by 
other concerns at exactly the same price. The customer here 
deals at ‘arms length’ and wholly at his option with Champlin, 
while in the Pipe Line Cases . . . the producer could only deal 
at the ‘mercy’ of the pipeline operator. . . . The products being 
transported belong to the Champlin company only and certainly 
cannot be sold until after the same have come to rest in a stor- 
age tank. No possible interest in the public can arise until the 
products have been so placed in storage and made available for 
delivery to the customer. .. .” 

Referring to the Commission’s statement that “there is no 
contention that the Champlin transports the products of its re- 
finery for its own use,” the petitioner said its contention was 
“quite to the contrary” and that evidently the Commission had 
construed the words “for its own use” to be synonymous in 
meaning with “for its own consumption.” 


Volume Minimum Weight 


Saying that the fact that the respondents no longer desired 
to maintain the contested ratings or rates subject to a minimum 
of 30,000 pounds, and that this had made the proceedings moot, 
the Commission, on reconsideration, has discontinued the pro- 
ceedings in I. and S. M-1216, Rugs and Matting from the East 
to Western Trunk Line Territory, embracing I. and S. M-1445, 
Linoleum and Related Articles from the East to Ohio. 

In those proceedings the Commission affirmed the prior 
findings of division 3 that proposed rates of 45 and 47.5 per 
cent of first class on hard-surfaced floor covering were not 
unjust or unreasonable except to the extent that the proposed 
rates, 45 per cent of first class, were subject to a minimum 
of 30,000 pounds. It further found that the proposed rates, 
minimum 30,000 pounds, would give an unjust advantage to 
shippers of 30,000-pound lots and be unjustly discriminatory to 
shippers of 20,000-pound lots, 34 M. C. C. 641. 

The respondents then filed suit in the district court for the 
southern New York district, which sustained the Commission, 
whereupon the respondents appealed the case to the Supreme 
Court of the United States. That court reversed the lower court 
and sent the case back to the Commission for decision on a 
Tecord answering a number of questions the court said had 
been unanswered in the Commission’s decision (see Traffic 
World, Feb. 12, p. 393). Following this, the Commission re- 
opened the proceedings and sent a questionnaire to more than 
600 motor carriers asking that they list all truckload shipments 
of hard-surface flooring material including carpets, carpeting, 
door and floor mats, laying sundries, and accessories, from 
Trenton, Salem, Kearney, Summerville, Camden, and Pauls- 
boro, N. J., Wilmington, Del., Eddystone, Marcus Hook, Lan- 
caster, and Philadelphia, Pa., New York, N. Y., and Boston, 
East Walpole, and Westpole, Mass. to points in Ohio, Iowa, 

Issouri, Kansas, Minnesota, Nebraska, and South Dakota, 
from January 1, 1939, to March 31, 1944. The questionnaire 
was designed to show the number of vehicles used for the 
transportation of each shipment, and the weight of the linoleum 
carried in each vehicle, together with the weight of commod- 
lties other tan linoleum carried in vehicles with linoleum (see 
Traffic World, April 8, p. 983). Over 100 replies to the ques- 
tionnaire were received, each carrier indicating it had not 





participated in any such transportation (see Traffic World, 
June 17, p. 1649). 

The instant report pointed out that division 3 had adopted 
as a policy “the condemnation of motor carrier volume mini- 
mum weights unless it is shown clearly that the motor car- 
riers can transport the traffic at the volume minimum weights 
at costs per 100 pounds which are less than the costs incurred 
at a reasonable truckload minimum weight.’’ The Commission 
said that in its report on oral argument it had said it would 
follow the policy announced by the division for the future, and 
that the Supreme Court had condemned these announcements 
of policy, on the ground that the record did not supply a suffi- 
cient basis for its formulation. 

After pointing out that the respondents had asked that the 
proceedings be discontinued, and that they stated they no 
longer desired to maintain ratings or rates on the commodity 
subject to a minimum of 30,000 pounds, and did not intend to 
refile schedules with that minimum, the Commission said that 
the force of railroad competition was the principal ground 
relied on by the respondents to justify the proposed ratings and 
rates. It added that, in their managerial discretion, the re- 
spondents had now decided that they no longer desired to 
establish rates on the traffic to the same minimum as that of 
the railroads. There was therefore little reason for the Com- 
mission to proceed further in its efforts to obtain the kind of 
record contemplated by the opinion of the Supreme Court, it 
said and continued: 


In the instant proceedings, we believe the motions of the respond- 
ents should be granted since the actions of the respondents as de- 
scribed in the foregoing have made moot the proceedings before us. 
There are numerous rates maintained by motor common carriers 
subject to minimum weights higher than can be transported in a 
single motor vehicle, but we cannot deal with such rates except in the 
event of a complaint against them or the institution of a general 
investigation. We are not warranted, at this time, in entering into 
a general investigation of these rates and minimum weights. 

We find that the motions of the respondents should be granted. 
An order will be entered discontinuing the proceedings. 


Contract Carrier Question 


On reconsideration in MC 60387, Bonner Hauling Co., Inc., 
Common Carrier Application, the Commission, with Commis- 
sioner Mahaffie furnishing a dissenting-in-part opinion, and 
Commissioners Miller and Rogers noting dissents, has modified 
the findings in the prior report, 41 M. C. C. 404, in which divi- 
sion 5 found part of the applicant’s operations to be those of a 
contract carrier, and part of them to be those of a common 
carrier. The instant decision finds all of the applicant’s opera- 
tions to be those of a contract carrier. 

The majority pointed out that, in the prior report, those 
operations of the applicant in the furnishing of completely 
equipped vehicles, with drivers, under contracts with manufac- 
turers, distributors, and others, had been found to be contract 
carriage. It also pointed out that the furnishing of equipment 
to others than those under contract, on an hourly basis, was 
common carriage, and that holding of a permit and certificate 
would not be consistent. As to the latter, the instant report 
said that “when applicant’s service is viewed as a whole it is 
obvious that the distinction which applicant makes between the 
admitted contract carrier service under its long-term contracts 
and the furnishing of its extra equipment to persons other than 
parties to the long-term contracts under oral agreements is not 
founded on any factual difference in the character of the trans- 
portation.” 

Commissioner Mahaffie said he agreed with the finding as 
to the long-term contracts, but not that the furnishing of the 
vehicles to others than those under contract was contract car- 
riage. After quoting the definition of a common carrier as 
contained in the statute, he said that “the initial tariff of ap- 
plicant stated that the rates contained therein are available to 
the public, and the testimony shows that the service was avail- 
able to the general public.” He pointed out also that, under 
the majority decision, the applicant could neither perform the 
common carrier service formerly performed nor transfer its 
common carrier rights to another, because none had been 
granted. It could not furnish the service, he added, because it 
would be impossible for him to do so under the present rules 
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and orders of the Commission applicable to contract carriers, 
and went into some detail, pointing out, among other things, 
that all contracts of contract carriers must be in writing, must 
be bilateral, and impose specific obligations on both carrier and 
shipper or shippers, and must cover a series of shipments in a 
stated period of time in contrast to contracts of carriage gov- 
erning individual shipments. He said that “the finding that 
transportation for the general public in vehicles and in service 
having no special transportation characteristics is not common 
carriage is so inconsistent with the previous decisions of this 
Commission and of the courts, that I cannot concur in the 
majority report in that respect.” 





KEESHIN NOTES 

The Commission, division 4, by an order in MC F-2229, 
Keeshin Motor Express Co., Inc.—Issuance of Notes, has 
granted Keeshin authority to issue not exceeding $58,488.79 
principal amount of installment promissory: notes to replace 
void notes outstanding, subject to conditions. The report said 
that, at different times in the past several years, the applicant 
had purchased additional motor vehicles, principally trailers, 
to be paid for in monthly installments over varying periods. 
It said that between August, 1940, and January, 1943, the ap- 
plicant had purchased various parcels of real estate in Michigan, 
New York, Ohio, and Pennsylvania, to be used for terminal, 
garage, and shop facilities. These purchases, it said, were fi- 
nanced by issuing to the individuals and corporations from 
whom the properties were acquired nine mortgage notes pay- 
able in monthly, quarterly and annual installments of various 
amounts, over different periods, and secured by real estate 
mortgages covering the respective parcels of land. 

The report said that no prior application for authority had 
been made in respect of any of those notes and that the data 
submitted indicated that none were within the statutory ex- 
emption in favor of short-term notes. Having been issued with- 
out authority, it said, all of the notes outstanding were void 
and that no means were provided by which they might be 
validated. 

“Our action herein is not to be construed as condoning 
any law violations which have occurred, or as prejudicing any 
proceeding which may be instituted or pending under the penal 
provisions of the act,” the report said. 





FLEMING MOTOR PURCHASE 

The Commission, division 4, by a report and order in MC 
F-2393, W. Curtis Keal—Purchase—John P. Fleming, has ap- 
proved and authorized purchase by W. Curtis Keal, doing busi- 
ness as Curtis Keal Transport Co., of Cleveland, O., of operat- 
ing rights of John P. Fleming, doing business as John P. Flem- 
ing Driveaway Service, of Detroit, Mich. The report said the 
purchase had not been opposed. 

The rights involved operations as a common carrier over 
irregular routes of automobiles, trucks, commercial trailers, 
and chassis, and of the same in driveaway service in secondary 
movements, between Cleveland, in common carriage, and twelve 
states and the District of Columbia, and from points in seven- 
teen states to Cleveland; and in driveaway service between 
Cleveland and points in seventeen states, between points in 
Ohio, and between points in Ohio, on the one hand, and, on 
the other, points in seven states. 

The report said economies would be effected through elim- 
ination of separate accounting, solicitation, and certain em- 
ployes, such as checkers and road inspectors employed sepa- 
rately in the same general territory by each company, and that 
under single ownership substantial savings in licenses would 
be realized. The increase in the purchaser’s fixed charges as 
a result of payment of interest on the deferred installments 
of the purchase price would not be contrary to public interest, 
the report said. 


SECURITY WAREHOUSE PURCHASE 

The Commission, division 4, by a report and order in MC 
F-2459, Sharon Investment Co.—Control; Pratt’s Express Co.— 
Purchase—Security Warehouse Co., has approved and author- 
ized the purchase by Pratt’s Express Co., of Minneapolis, Minn., 
of certain operating rights and property of Security Warehouse 
Co., also of Minneapolis. The application of Sharon Investment 
was dismissed. The report said that, as the proposed transaction 
would not involve any change in the ultimate control by that 
company of the operating rights and property as result of the 
purchase by Pratt, the inclusion of Sharon Investment as a party 
applicant was unnecessary under the principle enunciated in 
Refiners Transport & Term. Corp.—Purchase—Marshall, 39 M. 
C. C. 271. The Security rights involve transportation of general 
commodities between Minneapolis and St. Paul, and machinery 
and building contractors’ supplies and equipment, between points 
in Minnesota, on the one hand, and, on the other, points in Iowa, 
North Dakota, South Dakota, and Wis.; also soap, soap prod- 
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ucts, and vegetable oil shortening, over irregular routes, from 
Minneapolis and St. Paul to points in Minn., within 35 miles of 
those cities, respectively, with no compensation on return, ex. 
cept as otherwise authorized. The report said security owned 
9 tractors and 9 semi-trailers, which would also be transferred 
to Pratt. 
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WILLIAM A. SHIELDS PURCHASE 

The Commission, division 4, by a report and order in MC 
F-2254, George D. Shields and Martha K. Harrison—Contro]: 
Pennsylvania Transfer & Storage Co. of Pittsburgh, Pa.—Pur. 
chase—William A. Shields, has denied the application of Penn. 
sylvania Transfer & Storage Co. of Pittsburgh, Pa., for author- 
ity to purchase operating rights and property of William A. 
Shields, also of Pittsburgh, and acquisition of control of said 
operating rights and property by George D. Shields and Martha 
K. Harrison, doing business as Harrison-Shields, also of Pitts. 
burgh. The report said the partners controlled Pennsylvania 
Transfer through ownership of all but one of its outstanding 
shares of stock. 





The report said that seller, purchaser, and the partnership §™ 
served the same shipper—Sears, Roebuck & Co., that they §4I 
utilized the same office and terminal facilities in Pittsburgh, the 
and that, for reasons of economy, they shared the same office §5 
employes. Under these circumstances, it said, and bearing in lan 
mind the brother-sister relationship of the controlling parties, 10; 
it was clear that the operations of the seller and the part- wh 
nership had been under common control, William A. Shields tht 
operating as a contract carrier and the partnership as a com- the 
mon carrier. Except that they had been commonly controlled, sta 
it said, the authorized operations of the carriers would be com.- act 
petitive to a substantial degree, and that the proposed pur- 
chase would permit Pennsylvania Transfer to render substan- 
tially the same service as a contract carrier that the partner- 
ship might render as a common carrier. No evidence was shown § R¢ 
to support a finding that common control of such dual opera- § on 
tions would be consistent with the public interest or with the Bin 
provisions of section 210 of the act, the report said. ve 

————— m 
HAAB FORWARDER APPLICATION sh 

The Commission, division 4, by an order in FF-118, W. J. th 
Haab Freight Forwarder Application, has dismissed the appli- §™ 
cation of W. J. Haab, doing business as Ace Distributing Co., of th 
Chicago, Ill., for a permit to continue operation as a freight §™ 
forwarder. The order said the operation covered by the appli- : 


cation had been discontinued, that the applicant was no longer 
engaged in freight forwarder operation, and that the applicant 
did not desire to prosecute the application. 





KELLEHER CARLOADING APPLICATION 


The Commission, division 4, by a report, permit and order, 
effective September 21, in FF-139, Kelleher Carloading & Dis- 
tributing Co. Application, has found the services of the appli- 
cant to be those of a freight forwarder. The permit authorized 
it to forward commodities generally from points in Connecticut, 
Massachusetts, New Jersey, New York, Kentucky, Illinois, and 
Missouri, to points in Indiana, Tennessee, Illinois, Wisconsin, 
Minnesota, Iowa, Missouri, Arkansas, Louisiana, Texas, Okla- 
homa, Kansas, Nebraska, South Dakota, North Dakota, and 
Colorado. That portion of the application seeking authority to 
serve points in California, Utah, and Washington was dismissed, 
the application having been amended to eliminate the request 
for that authority. 


ch nk ae cet Otte cicde Ge oe of a betes ae ie wal 


SERVICE FREIGHT PURCHASE 


Both the law and common sense had been disregarded by 
the Commission in the decision by division 4 in MC F-2109, 
Carl H. Ozee—Control; Hayes Freight Lines, Inc.—Purchase— 
Service Freight Lines, Inc. (Alfred T. DeOtte, Trustee), said 
the Motor Carriers Central Freight Association in a petition 
in that proceeding in which it asked the Commission for 
“reconsideration, reopening and other relief” (see Traffic World, 
July 1, p. 10). 

The association said that the division, in its report, granted 
authority to Hayes Freight Lines to acquire a route between 
Detroit and Toledo, that the order of division 4 “rather sum- 
marily dismisses the chief point in the case,’ and that, both 
from a physical and a legal standpoint, there never had been 
and never could be two separate and distinct operating rights 
between Detroit and Toledo over U. S. Highways 24 and 25. 

“We again want to make the point that the original oper- 
ator has never at any time had more than one operation be- 
tween Detroit and Toledo,” said the association, “and that 
carving a second right to operate between those points out 
of the claimed grandfather rights amounts to creating some- 
thing entirely new. ; 
“The Commission has had to do a lot of fine hair splitting 
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mission has . 
case. At one place that citation recites that the two highways 
leave Detroit at separate points and after converging for some 
jistance again separate and enter Toledo at separate points. 
This statement is simply not true... .” 
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to justify this peculiar doctrine that has resulted in a multi- 
plication of operating rights. . . . It has, in this latest order, 
recited some things that are simply not true. . . . The Com- 
. . quoted some three sentences from the Sullivan 


MINNICH WATER APPLICATION 
By an order in W-906, Adam and Jules Minnich Contract 


Carrier Application, the Commission, division 4, has dismissed 
the application of the partnership, of Grande Isle and Houma, 
La., for a permit or certificate authorizing continuance of oper- 
ation aS a contract or common carrier by water. The order said 
that on and since February 20, the effective date of the Com- 
mission’s order in Ex Parte No. 157, Application of Part III 
to Transportation by Small Craft, 260 I. C. C. 155, the appli- 
cants had been engaged in the transportation of oil field equip- 
ment and supplies and workmen from and to points in the 


marshland oil fields of Louisiana; that in such transportation 
applicants were not subject to the provisions of part III of 
the act by reason of the exemption provided in the Commis- 
sion’s order in Ex Parte No. 146, Oil Field Equipment, Marsh- 
lands, Louisiana and Texas, August 26, 1941, as modified May 
10; that the transportation of workmen had been performed 
wholly between points in Louisiana and not as a part of a 
through movement to or from points outside the state; and 
that in this transportation applicants had not engaged in inter- 
state or foreign commerce as defined in section 302(i) of the 
act. 


ANTHRACITE TO VANDERVEER PARK 

No. 29017, Foreston Coal Co., Inc., et al. vs. Long Island 
Railroad Co., et al. By division 2. Dismissed. Applicable rate 
on shipments of anthracite, in carloads, from Heidelberg mine, 
in Pennsylvania, consigned to Edgewater Piers, N. J., and di- 
verted at Little Ferry, N. J., to Vanderveer Park, N. Y., deter- 
mined to be a combination rate of $4, and that rate found not 
shown nto have been unreasonable. The report said that since 
the diversion instructions given were complied with, there was 
no misrouting. It said that unless shown to be unreasonable 
the tariff rate applicable over the route designated and used 
must govern, despite erroneous information given, or failure to 
give information, as to the applicable rates and the routes over 
which they applied. . 


ST. LOUIS TERMINAL SECURITIES 


By a supplemental report and order in Finance No. 14553, 
Terminal Railroad Association of St. Louis Securities, the Com- 
mission, division 4, has granted the terminal company author- 
ity to issue not exceeding $12,000,000 of general mortgage 4 
per cent bonds, to be pledged under applicant’s refunding and 
improvement mortgage, dated April 1, 1922, as supplemented. 
The report pointed out that by a report and order May 30, 
the terminal company had been authorized to issue not ex- 
ceeding $6,740,000 of certificates of deposit, but that action had 
been deferred as to the remainder of the authority sought. The 
report said that $7,000,000 of the $12,000,000 general mort- 
gage bonds would replace an equal amount of first mortgage 
4% per cent bonds to be released by the trustee of the re- 
funding and improvement mortgage. It said it was not con- 
templated at this time to issue any refunding and improve- 
ment mortgage bonds in respect of the payment of _the 
$5,000,000 of first consolidated mortgage bonds that would 
mature on August 1. 


NEW HAVEN REORGANIZATION 
_ The Commission, division 4, by a report and order in 
Finance No. 10992, New York, New Haven & Hartford Rail- 
toad Co. Reorganization, has approved maxima of $2,712.50 
and $3,519.50 for expenditures by the preferred and common 
stockholders’ committees, respectively, for the period from 
May i to July 31, 1944. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will ot be printed wn full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


MC 72140, Sub. 8, Fitterling Transportation Co., Inc., South 
Bend, Ind., extension. Certificate granted. General commod- 
ities, with exceptions, between Detroit, Mich., and Elkhart, Ind., 
over a specified highway, and return over the same route, as 
an alternate route for operating convenience only, with no 
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service at intermediate or off-route points. The report said the 
question of whether a carrier might lawfully operate over a 
combination of two routes that connected at a point not author- 
ized to be served by it had been definitely determined a com- 
paratively short time prior to the hearing herein, and that, 
in the circumstances, it was thought the applicant had reason 
to believe that he could so operate. The proposed service did 
not contemplate a new operation, but merely the more efficient 
and economical operation of a service now rendered, it said. 

*MC 500, Sub. 1, C. M. Olsen Transfer & Storage Co., 
Portlandd, Ore., extension. On reconsideration, findings in 
prior report and order, 22 M. C. C. 801, modified to authorize 
applicant to operate as a common carrier of household goods 
between all points in Ore., except Portland, on the one hand, 
and, on the other, points in Idaho, Calif., and Wash., except 
those in certain counties in Wash., over irregular routes. 

*MC 65061, Sub. 1, Leonard L. Ferris, Boscobel, Wis., con- 
tract carrier. Permit denied. General commodities, with ex- 
ceptions, between Boscobel, Wis., on the one hand, and, on the 
other, Woodman and Blue River, over specified routes, serving 
no intermediate point, limited to shipments moving on railroad 
billing and received by applicant from Union Truck Lines, Inc. 
The latter, the report said, had been authorized temporarily 
to operate between the same points. 

*MC 101022, Sub. 5, Roy Baldin Willett and John Eldridge 
Willett, Roanoka, Va., extension. Certificate granted. Gasoline, 
fuel oil, and kerosene, in bulk, in tank trucks, over irregular 
— from Friendship, N. C., to points in a described area 
of Va. 

MC 104416, David Greenfield, New York, N. Y., common 
carrier. Certificate granted. Passengers and their baggage, in 
special operations in non-scheduled, door-to-door service lim- 
ited to the transportation of not more than six passengers in 
any one vehicle, between New York, N. Y., on the one hand, 
and, on the other, Asbury Park and Bradley Beach, N. J., 
over irregular routes. 

*MC 104420, Ray Patton, Joplin, Mo., common carrier. 
Certificate granted. Mining equipment and machinery, and 
such commodities as require special handling or rigging be- 
cause of size or weight, between points in Jasper, Lawrence, 
Barry, Newton, and McDonald counties, Mo., Benton, Wash- 
ington, Crawford, Sebastian, Marion, Polk, and Arkansas coun- 
ties, Ark., Tulsa, Nowata, Ottawa, and Sedgwick counties, Kan., 
over irregular routes. 

*MC 104582, Gilbert J. Manniello and Francis P. Man- 
niello, Oak Hill, N. Y., common carrier. Certificate granted. 
Groceries from New York, N. Y., to points in Albany, Greene, 
Orange, Rockland and Ulster counties, N. Y.; (2) eggs, fresh 
fruits and vegetables, from Oak Hill and points within 10 
miles thereof to New York, N. Y.; (3) empty containers for 
eggs and fresh fruits and vegetables from New York to Oak 
Hill and points within 10 miles thereof; (4) butter from Oak 
Hill to New York; (5) cheese from Medusa, N. Y., to New York; 
(6) novelties and souvenirs from Livingstonville, N. Y., to 
New York; and (7) household goods, between New York, on 
the one hand, and, on the other, points in Albany and Greene 
counties, N. Y., over irregular routes, traversing N. J. for 
operating convenience only. 


MC 11207, Deaton Truck Linés, Inc., (Successor in interest 
to C. D. Eaton), Birmingham, Ala., common carrier. Certificate 
granted on reconsideration, and findings in prior reports 32 
M. C. C. 89 and 41 M. C. C. 808, modified. Continuance in 
operation (1) clay products, concrete products, iron and steel 
and iron and steel articles (other than castings, forgings, and 
dredgebeam parts), and plumbing and heating equipment, from 
Birmingham, Ala., and points within 10 miles thereof, to points 
in Ga., Fla., S. C., N. C., Ky., Tenn., Miss., and La.; (2) con- 
tractors’ tools and equipment, canned goods, and fresh fruits 
and vegetables, from points in Ga., Fla., S. C., N. C., Ky., Tenn., 
Miss., and La., to Birmingham and points within 10 miles there- 
of; (3) cotton in bales between points in Ala., Ga., Miss., and 
Tenn.; (4) canned goods from points in Tenn. to points in 
Ala., other than Birmingham, and those within 10 miles of 
Birmingham; and (5) asphalt, in drums, from Gulfport, Miss., 
to Birmingham and points within 10 miles thereof, over ir- 
regular routes. Commissioner Lee concurred, and Chairman 
Patterson dissented in part. 

*MC 52407, Robert Young, dba Young Transfer Co., Signa 
A. Young, Administratrix, Ottumwa, la. On further hearing, by 
division 5, findings in prior report, 27 M. C. C. 840, reversed, 
and applicant, as administratrix, found entitled to continue 
operations as a contract carrier of specified commodities, be- 
tween Ottumwa, Ia., and certain points in Llinois and points 
in a described territory in Missouri, over irregular routes. The 
report said the applicant had been found to have been entitled 
to a contract carrier permit under the “grandfather” clause of 
the act. Chairman Patterson dissented. 

*MC 52918, Sub. No. 2, J. S. Benton and J. B. Cooper, dba 
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B. C. Transportation Co., Atlanta, Ga. Certificate denied. Gen- 
eral commodities, with exceptions, between Atlanta, Ga., and 
the United States Army Depot at Conley, Ga., on the one hand, 
and, on the other, points in a specified territory in southern 
Alabama, over irregular routes. Commissioner Lee concurred. 

*MC 42487, Sub. No. 52, Consolidated Freightways, Inc., 
Portland, Ore. Certificate granted. Specified commodities be- 
tween points in certain territories in Ore., Calif., Mont., and 
Ida., over irregular routes. 


COMMISSION ORDERS 

MC C-236, Valley Express Co. Proceeding discontinued. 

MC F-1612, Associated Transport, Inc., control and consolidation, 
Arrow Carrier Corp., et al. Reopened for further hearing solely with 
respect to modification of prior report and order herein 38 M. C. C. 137, 
to authorize consolidation into itself of operating rights embraced in 
certificate issued August 8, 1942, in MC 16034 Sub. 2, to M. Moran 
Transportation Lines, Inc. 

MC 29600 and Sub. 7, Louis Gross and Quesnal Gross, contract car- 
rier application; and MC 29600 Subs. 1 and 2, Louis Gross and Quesnal 
Gross, extension, packing-house products. Reopened for formal hearing. 


1. & S. 5258, Morgain Forwarding Co., pickup and storage. Re- 
opened for reconsideration. 

FF-122, Carloader Corp., freight forwarder application. Applicant 
granted leave to file petition on or before September 12. Effective 


date of permit and order of January 20, further postponed to Oc- 
tober 26. 

MC 39937, B. W. Healey, common carrier application. Reopened for 
further hearing. ; 

MC 50897, Sub. 1, Simon Zelnick, extension, special commodities. 
Reopened and referred to Examiner Dunn for recommendation of an 
appropriate order on reconsideration accompanied by a report contain- 
ing his reasons therefor. 

MC 59680, Jackson-Strickland Transportation Co., Inc., common car- 
rier application. Reopened for further hearing solely to determine 
whether or not applicant is entitled to authority to operate as a common 
carrier: 

(1) Between Dallas, Tex., and Tulsa, Okla., over U. S. Highway 
75, and 

(2) Whether any separate authority is required for the perform- 
ance of pick-up and delivery service in Houston, Tex. 

W-732, Nicholson Transit Co., contract carrier application. Effective 
date of certificate and order of April 1, which was subsequently post- 
poned to July 24, postponed until further order of Commission, only 
insofar as application for authority to operate on Lake Ontario and St. 
Lawrence River as far east as Ogdensburg, N. Y., denied. 

MC 65748 Sub. 1, East End Trucking Co., extension, household 
goods. Reopened for further hearing. Order of Feb. 25, in so far as 
it is denied application, vacated. 

1. & S. M-2369, Articles requiring specialized handling in east. Date 
on which recommended order of Examiner Boss shall become order of 
Commission and become effective postponed to July 28 unless prior to 
that date said order is stayed or further postponed by Commission. . 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14610, Seaboard Air Line Railway 
Co. Receivers Equipment Trust Certificates, granting authority to as- 
sume obligation and liability in respect of not exceeding $2,760,000 of 
Seaboard Air Line Railway equipment trust certificates, series MM, to 
be issued by the Central Hanover Bank & Trust Co., as trustee; and 
sold at 99.531 and accrued dividends in connection with the procure- 
ment of certain equipment. Approved. 

Report and order (Third Supplemental) in F. D. No. 11012, Denver 
& Salt Lake Railway Co. Bonds, granting authority to pledge and re- 
pledge from time to time to and including July 31, 1946, as collateral 
security for any short-term notes, not exceeding $1,000,000 of its se- 
ries A 4 per cent first-mortgage bonds. Approved. 

Report and order in F. D. No. 14599, Wheeling & Lake Erie Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $1,140,000 of Wheeling & Lake 
Erie Railway equipment trust certificates, series J, to be issued by 
the Union Trust Co. of Pittsburgh, as trustee, and sold at 99.13 per cent 
of par and accrued dividends in connection with the procurement of 
certain equipment. Approved. 

Report and certificate in F. D. No. 14580, Chicago, St. Louis & 
New Orleans Railroad Co. et al. Construction, authorizing construc- 
tion by the Chicago, St. Louis & New Orleans Railroad Co., and op- 
eration by the Illinois Central Railroad Co., of a line of railroad in 
Muhlenberg county, Ky. Approved. 

Report and order in F. D. 14563, Alton Railroad Co. Trustee et 
al. Joint Operation, authorizing acquisition by the trustee of the 
Alton Railroad Co., the Atchison, Topeka & Santa Fe Railway Co., 
and the trustees of the Chicago, Rock Island & Pacific Railway Co., 
of joint use of the passenger station and appurtenant facilities of 
the Joliet Union Depot Company, in Joliet, Ill. Approved. 


MOTOR FINANCE CASES 

MC F-2575, Charles T. Livezey—Control; The Ohio Cartage Co.— 
Purchase—Atlantic Trucking Co., Inc. Application for authority under 
section 210a (b) of the Ohio Cartage Co., of Columbus, Ohio, for 
temporary operation of motor carrier rights and properties of At- 
lantic Trucking Co., Inc., of Huntington, W. Va., denied. 

MC F-2548, Harry A. Fischer—Control; Caldwell Motor Freight, 
Inc.—Purchase—Clover-Leaf Freight Lines, Inc. Upon reconsidera- 
tion, application for authority under section 210a (b) of Caldwell 
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Motor Freight, Inc., of Detroit, Mich., for temporary operation of a 
portion of the motor carrier rights of Clover-leaf Freight Lines, Ine 
also of Detroit, granted with conditions. 

MC-F-2354, C. A. Garrett and O. W. Garrett—Control; Garret 
Freightlines, Inc.—Control—Cotant Truck Lines, Inc. Acquisition py 
Garrett Freightlines, Inc., of Pocatello, Idaho, of control of Cotant Truc, 
Lines, Inc., also of Pocatello, through purchase of its capital stock, anq 
acquisition by C. A. Garrett and O. W. Garrett, of Pocatello and Idaho 
Falls, Idaho, respectively, of control of Cotant Truck Lines, Ine. 
through said purchase, approved and authorized, subject to condition, | 

















MC F-2416, Howard Morf—Purchase—Blake Messinger. Purchase = 
by Howard Morf, doing business as Morf & Wilson, of Boise, Idaho, 
of certain operating rights of Blake Messinger, doing business as T 
Messinger Truck, of Salt Lake City, Utah, approved and authorizeg 
subject to condition. 
No 
FINANCE APPLICATIONS has 
Finance No. 14639, Atchison, Topeka & Santa Fe Railway Co. asks aD] 
authority to construct a track approximately 2.02 miles in length from[M se! 
connection with line of railroad now operated by the applicant in Wi. tio 
mington (a point within the incorporated limits of the City of Los 
Angeles) to connection with trackage of the City of Long Beach, in thell in 
Long Beach Harbor District, all in Los Angeles county, Calif. po 
Finance No. 14640, Cincinnati Union Terminal Co. asks authority toll eq: 
issue $24,000,000 principal amount 2% per cent first mortgage bonds, sai 
series G to be dated August 1, maturing August 1, 1974, to replace d 
$24,000,000 principal amount 3% per cent first mortgage bonds, series bg 
D, at 106 per cent of their principal amount, premium to be paid ip by 
connection with redemption of the series D bonds to be collected from si¢ 
proprietary railroad companies. th 
Finance No. 14640, Sub. 1, Pennsylvania Railroad Co. asks authority of 


to assume as guarantor, jointly and severally with the B. & O., the 
C. & O., the C. N. O. & T., the C. C. C. & St. L., the L. & N., and the 
N. & W., obligation and liability in respect of the $24,000,000 of the 
series G bonds involved in Finance No. 14640. : 

Finance No. 14640, Sub. 2, Louisville & Nashville asks authority to 
assume obligation and liability in respect of the bonds involved in 
Finance No. 14640. 

Finance No. 14641, Milwaukee Livestock Handling Co. asks authority 
to acquire by lease, and to operate, railroad properties of the Milwav- 
kee Stock Yards Co., of Milwaukee, Wis., consisting of all of the rail. 
road livestock chutes, chute pens, chute alleys, docks, and certain rail- 
road sidetrackage, together with the usual appurtenances. 

Finance No. 14642, United Stockyards Corporation asks authority to 
acquire direct control, by stock ownership, of the railroad properties of 
Milwaukee Livestock Handling Co., Fort Worth Livestock Handling (Co,, 
Fort Worth, Tex., and South San Francisco Livestock Handling Co,, 
South San Francisco, Calif., by direct purchase of $4,700 (94 per cent) 
of the capital stock of the Milwaukee company; by purchase of all 
assets of the parent company of the Fort Worth company; and- by pur 
chase of all assets of the parent company of the South San Francisco 
company. 

Finance No. 14643, Milwaukee Livestock Handling Co., Milwaukee, 
Wis., asks authority to issue and sell fifty shares of its common capital 
stock, par value $100, to be sold to United Stockyards Corporation, ex: 
cept three qualifying shares. 

MC F-2589, Samuel I. Major, dba Major Transports, of St. Louis, 
Mo., asks authority to purchase certain operating rights of Frank §. 
Owens, dba Owens Cartage Co., of Bloomington, IIl. 

Finance No. 14637, Kansas City Terminal Railway Co., A. T. & 
S. F., the Burlington, the Chicago Great Western (by its trustees), 
the Milwaukee (by its trustees), the Rock Island, the Kansas City 
Southern, the Missouri-Kansas-Texas (by its trustee), the Missouri 
Pacific (by its trustees), the St. Louis-San Francisco, the Union Pz 
cific, and the Wabash, ask an order authorizing the Kansas City 
Terminal Railway Co. to issue and sell $47,000,000 principal amount 
first mortgage bonds to provide funds for the retirement of $49,121,00 
principal amount of first mortgage bonds issued and outstanding under 
a mortgage of the terminal company dated January 3, 1910, and av 
thorizing the other applicants to assume liability for the payment 
of interest on and the principal of the said bonds. The new bond 
are to be dated October 1, to run for 30 years, the additional funds 
needed for retirement of the outstanding bonds to be furnished by the 
applicants in cash. 

MC F-2590, J. & N. O. Express, Inc.,- of Jackson, Miss., asks al- 
thority to lease certain operating rights and equipment of Loyd Bond, 
dba Bond Motor Lines, also of Jackson. 

MC F-2591, Harry H. Mest, of Pennsburg, Pa., asks authority 10 
purchase certain operating rights, equipment, and property of Gustave 
C. Frey and Warren M. Powell, dba Frey & Powell, of Spring City, Pa 

MC F-2592, Allen Benton and W. D. Benson, Jr., dba Western Ex 
press, of Lubbock, Tex., ask authority to purchase certain operating 
rghts, equipment, and property of Dalby Motor Freight Lines, Inc, 
also of Lubbock. 

MC F-2593, Central Greyhound Lines, Inc., of Cleveland, O., ani 
The Greyhound Corporation, of Chicago, Ill., ask authority to pur 
chase the outstanding capital stock of Enders Bus Lines, Inc., 0 
Bentor Harbor, Mich., from its present owner, Verne E. Enders, ané 
eventually to liquidate and dissolve, and to consolidate and merge tht 
properties and franchises of Enders Bus Lines, Inc., into Central Grey: 
hound Lines, Inc. 
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PETITIONS FOR REHEARING, ETC. 


No. 28940, E. J. Stanton & Sons, vs. Ashley, Drew & Northern Ry. 
et al. Complainant asks reconsideration by entire Commission. 

MC F-1957, Hall Motor Freight Co., purchase, Colo.-New Mexico 
Express, Inc. Applicants ask Cemmission for reconsideration. 
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in I. C. C. Cases 


Railroad, Water, and Motor Transport 


T. P. & W. Notes 


Examiner H. C. Howard, in a proposed report in Finance 
No. 14607, Toledo, Peoria & Western Railroad Proposed Notes, 
has recommended that division 4 of the Commission deny the 
application for authority to issue $100,000 of 3 per cent notes, 
series A, due June 1, 1949. The examiner said that no objec- 
tion to the granting of the application had been offered. 

He pointed out that the properties of the applicant were 
in possession of the director of the Office of Defense Trans- 
portation, and that, when they were taken over, applicant’s 
cash working capital and other assets were included. This, he 
said, left the applicant without funds and that, although some 
advances had been made and part of the working cash returned 
by the O. D. T., and bank loans obtained, the applicant con- 
sidered that additional cash working capital was required, for 
the following purposes: Salary of president, $33,000; salaries 
of others, $23,000; traveling expenses, $3,500; employers’ por- 
tion of taxes for old-age pensions and unemployment on execu- 
tive salaries, $1,000; various amounts that may not be paid by 
the O. D. T., $3,000; emergency and reserve balance, $21,500; 
and interest on the proposed notes, $15,000. 

The examiner said the applicant had made no showing of 
its ability to sell the proposed notes, but had stated that while 
two banking institutions had expressed a willingness to pur- 
chase the notes provided modifications were made in the terms 
of the indenture submitted with the application, the applicant 
desired to continue negotiations. The examiner pointed out 
that, as the applicant was not operating its property it received 
no revenue and had made no showing of other sources of in- 
come from which to pay all or any part of the principal or 
interest on the proposed notes. Furthermore, said he, the ap- 
plicant “at least tacitly admits inability to meet the interest 
payments as they mature by its proposal to set aside out of 
the proceeds of the notes all of the interest requirements for 
the five years to maturity.” 

In addition, said the examiner, all the proceeds from the 
proposed notes would be used to pay obligations that were in- 
curred in the operation of the property, yet the applicant was 
not an operating carrier. He recommended that division 4 hold 
that the applicant had failed to show (1) the issue of the pro- 
posed notes was necessary for the operation of the property in 
the service of the public as a common carrier, or (2) that there 
was or would be available funds or other sources of revenue 
from which the requirements of the notes could be met in 
whole or in part at or before maturity. 


W. & L. E. Control 


Denial of a proposal of the Chesapeake & Ohio to acquire 
additional shares of stock of the Wheeling & Lake Erie is 
recommended by Examiner R. R. Molster, in a second supple- 
mental proposed report in Fiance No. 14367, Wheeling & Lake 
Erie Railway Co. Control. The examiner said the C. & O. 
proposed to acquire certain additional shares of Wheeling & 
Lake Erie stock, over and above those acquired with the ap- 
proval of the Commission in the original report and order, 
24 I. C. C. 632, and the supplemental report and order, 254 
IC. C. 671. He said acquisition of the shares in those pro- 
ceedings increased the combined interest of the applicant and 
its subsidiary, the Nickel Plate, to approximately 67 per cent. 
As the W. & L. E. was an Ohio corporation, the examiner 
pointed out it had been said that this interest was sufficient 
to effectuate a merger or consolidation under the provisions of 
the general corporation act of Ohio. 

The instant petition, he said, had been filed solely for the 
purpose of having eliminated from the reports in the afore- 
Mentioned proceedings any possible “implication” that might 
be deemed to restrict further purchases of the stock by the 
applicant. This, he added, had been requested on two grounds: 
That the language “not exceeding 14,357 additional shares” in 
the original report was merely responsive to the prayer of 
the application, and that the language of the application, “up 
to 14.357 additional shares,” in turn, was prompted by the 
Consideration that full and complete control, subject to a deposit 
and trust agreement, would be acquired through the accumu- 
lation of 6624 per cent of the outstanding stock, and that it 
Was inappropriate to ask the Commission to authorize the 








acquisition of any shares in excess Of that percentage. He said 
the applicant admitted that all the authority requested in its 
application had been granted, and the examiner added that it 
would have been improper for division 4, on the record before 
it, to grant authority in excess of that which the applicant 
had proposed to exercise. The examiner said that the con- 
tention that the applicant might not, with propriety, have asked 
for more complete authorization was without restriction, add- 
ing that “no such restraint has been felt in other cases,” which 
he cited. He added: 

“The circumstances preclude the notion that the previous 
determination herein merely implied a restriction upon further 
purchases of Wheeling & Lake Erie stock by the applicant. It 
was division 4’s purpose to retain jurisdiction in that matter, 
as will appear from the discussion in the previous reports.” 

The examiner said the cost of acquiring all the outstanding 
shares, at prices no higher than the maximum theretofore fixed, 
would be almost $15,000,000. In contrast, he said, the appli- 
cant’s total current assets on May 31 had exceeded its total 
current liabilities by only $316,340, and that its total current 
assets were $24,258,293 less than on the corresponding date in 
1943. In the light of these comparisons, he said, it would 
seem that the applicant would have no alternative other than 
recourse to borrowing money if it should undertake to buy 
any considerable number of shares, and continued: 


And this provides a forceful illustration of the reason and the 
need for the Commission’s fostering jurisdiction in such situations. 
There are better ways of putting railroads together than by purchase 
of stock at high prices, coupled with an increased burden of debt. 
Unification may be accomplished by consolidation, merger, or pur- 
chase of properties, without any substantial expenditure of cash, or 
increase in debt and fixed charges, through an exchange of stock in 
an appropriate ratio. 


He pointed out that the applicant contended that, since the 
purchase of additional shares would not result in the acquisition 
of any other or further control of the W. & L. E. than that 
now possessed by it and the Nickel Plate, and that, accord- 
ingly, the Commission was without jurisdiction as to such 
proposed additional purchase of stock. However, the examiner 
quoted from 254 I. C. C. 505, involving an application of the 
Nickel Plate to acquire 74,357 shares of W. & L. E. Stock, to 
the effect that a substantial increase in ownership by one of 
the parties authorized to exercise joint control should, in view 
of the trust, be submitted to the Commission by the acquiring 
party. Later in his report, the examiner said that unlimited 
purchase by the applicant in the instant proceeding of addi- 
tional shares of the stock might well give it control of the 
W. & L. E. independently of the Nickel Plate, “a form of 
— substantially different from that which the applicant 
now has.” 

He said the effect of the petition was to ask the Commis- 
sion to repudiate any further interest in, or concern for, mat- 
ters of paramount importance, and leave the applicant free to 
acquire additional W. & L. E. stock which, ostensibly, he said 
it did not need, without submitting to the Commission any 
information as to the amount involved, the reason for such 
expenditure, the source of the necessary funds, or terms and 
conditions of intended acquisition or acquisitions. He added: 


Division 4’s purpose and intention herein was to reserve for fu- 
ture determination, in this or any appropriate proceeding, the ques- 
titon of acquisition by the applicant of further control of the Wheeling 
& Lake Erie; and inquiry as to this is within the scope of duties 
with which the Commission is charged-.by section 5 of the interstate 
commerce act. As the applicant has presented no valid reason for 
disturbance of the previous determinations herein, they should be af- 
firmed; and the petition should be denied. 


Davidson Motor Purchase 


Examiner Fabian C. Cox, in a proposed report in MC 
F-2440, Major A. Riddle—Control; Hancock Truck Lines, Inc.— 
Purchase—L. J. Davidson, embracing MC F-2441, Major A. Rid- 
dle—Control; Hancock Truck Lines, Inc.—Purchase—McNa- 
mara Motor Express, Inc., has recommended denial of the appli- 
cations. Major A. Riddle, owner of 50.33 per cent of the Han- 
cock stock, and United States Freight Co., owner of 49.67 per 
cent of the stock, filed statements with the applications sub- 
mitting information concerning such stock ownership “for such 
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worth as the Commission shall deem proper on the question of 
control over the carrier here involved or for such purpose as 
the Commission shall deem proper in the premises.” 

The report said that Freight Company had requested with- 
drawal of the statement on its behalf and that it was not repre- 
sented at the hearings. It was apparent, it continued, that Mr. 
Riddle had the legal power to control Hancock and was a neces- 
sary party applicant. As to Freight Company, the report said 
the record did not contain sufficient evidence to determine 
whether it was controlled or managed in a common interest with 
other carriers affiliated with it, and that, as the person holding 
legal control was a party applicant, Freight Company’s request 
for withdrawal of the statement should be granted. 

The report said that the evidence was sufficient, including 
the evidence in United States Freight Co.—Investigation of Con- 
trol—Interstate Motor Freight System, decided June 12, to find 
that Hancock was affiliated with freight Company and hence 
that, the relationship disclosed in the investigation between 
Freight Company and New York Central, showed that it was 
affiliated with New York Central within the meaning of section 
5(6). It said that the applicants had introduced no evidence 
indicating in what manner the operations of Davidson and Mc- 
Namara, if acquired, would be used to public advantage in the 
operation of the New York Central as required by section 5(2) 
(b), on the assumption that Hancock was not affiliated with 
New York Central. Denial should be without prejudice to fur- 
ther consideration if the parties desired to submit evidence in 
support of the required statutory findings, the report said. 


Central States Purchase 


By a proposed report in MC F-2429, N. C. Finninger— 

Control; Liberty Motor Freight Lines, Inc.—Purchase—Central 
States Freight Co., Examiner L. M. Pettis has recommended 
that the Commission approve and authorize the purchase by 
Liberty Motor Freight Lines, Inc., of Secaucus, N. J., of oper- 
ating rights and property of Central States Freight Co., of 
Chicago, Ill., and acquisition of control of said operating rights 
and property by N. C. Finninger through the purchase. The 
Central States rights cover common carriage of general com- 
modities over regular routes (1) between Chicago and Min- 
neapolis, Minn., via three: routes; and (2) between Chicago and 
Denver, Colo., via two routes, with service under the latter 
routes at intermediate and off-route points, some without re- 
striction, and some restricted to wall paper only. 
; The report said that all of Central States Freight’s stock 
was owned by Central States Freight Service, Inc., of Chicago, 
and that approximately 50 per cent of the seller’s traffic had 
consisted of freight forwarded by the former. The stockholders 
of Central States Freight Service, Inc., would not agree to dis- 
position of the operating rights and property, the report said, 
unless they were able to sell their stock in the corporation. 
Mr. Finninger, by a separate agreement, dependent on the 
agreement for the sale of the rights and property of the motor 
carrier, had agreed to purchase the outstanding capital stock 
of Central States Freight Service, Inc., at its net book value 
as of December 31, 1943, subject to adjustments, the report 
said. 

It said that common control of the motor carrier and the 
forwarder would result from approval and consummation of 
the instant transaction, adding that it was the intention of 
Mr. Finninger to maintain the forwarder operations separate 
from those of the motor carrier. It said that, while the for- 
warder operations had been unprofitable, he was of the opinion 
that they could be made profitable and that he contemplated 
the use of rail service primarily to transport the forwarder’s 
freight, although the motor carrier’s service would also be used 
where profitable. 


Steller Lease and Purchase 


Examiner Fabian C. Cox, in a proposed report in MC 
F-2357, William Gordon Glendenning—Control; Glendenning 
Motorways, Inc.—Lease and Purchase—Roy E. Steller, has 
recommended that the Commission approve and authorize lease 
by Glendenning Motorways, Inc., of St. Paul, Minn., of oper- 
ating rights and certain property, and purchase of certain 
other property of Roy E. Steller, doing business as Steller 
Transportation Co., of Minneapolis, Minn., and acquisition of 
control of said operating rights and property by William Gor- 
don Glendenning through the lease and purchase. The agree- 
ment, the report said, involved purchase of 5 trucks, 9 tractors, 
9 semitrailers, one full trailer, tires, machinery and tools, shop 
and garage equipment, and furniture and office supplies, and 
lease for five years of the Steller rights under MC 61469, intra- 
state rights under certain Minnesota certificates, and real 
estate, consisting of a repair shop at Minneapolis and a ter- 
minal at Redwood Falls. The lease was to be renewable for 
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an additional five years, said the examiner, but added that he 
was of the opinion that the period should not exceed two years 
and that the proposed findings so provided. 

The interstate rights involved covered operations solely jp 
Minnesota, with authority for common carriage of general com. 
modities over regular routes between St. Paul and Montevideo, 
via Minneapolis, Glencoe, and Olivia; between Olivia and Mar. 
shall, via Redwood Falls; and between Glencoe and New Ulm, 
via Gaylord and Winthrop, serving all intermediate points, 
with some exceptions; and between Canby and Tracy, via Mar. 
shall, serving certain intermediate points; and of soap, soa 
products, and vegetable oil shortening, over irregular routes, 
—— Marshall to points in Minnesota within 35 miles of Mar. 
shall. 

The examiner said that, under the unified operation one 
day would be saved through elimination of interchange, and 
that Glendenning expected to effect a better balance of traffic 
under the unified right because its traffic in the considered ter- 
ritory was preponderantly eastbound to Minneapolis, while 
Steller’s traffic was predominantly westbound from that point, 

In discussing the opposition of the protestants, as to the 
fact that the protestants would be left at the mercy of a single 
interchange carrier with which they competed between Chicago 
and the Minnesota points served by Steller, the examiner said 
that the shipping public should not be denied the benefits from 
the proposed unification, including a single-line through serv- 
ice, even if it should have some unfavorable effect on the 
revenues of competitors. He pointed out that only a small 
—— of traffic was interchanged between the protestants and 
Steller. 


He said, however, that a substantial issue was raised by 
the protestants’ contention that approval of the application 
would result in the lease of duplicate interstate rights. Routes 
of Glendenning and Steller, he said, were duplicated over 160 
miles and named points served in common by the two carriers, 
In numerous cases, he said, the Commission had refused to 
approve lease of duplicate operating authority as tending to 
create an unstable situation and not fostering sound economic 
conditions in the motor carrier industry, but added that “to 
conserve manpower, equipment, and supplies during the na- 
tional emergency, a departure is warranted from the general 
policy of not approving such leases.” 


Santa Fe Trail Purchase 


Examiner John S. Higgins, in a proposed report in MC 
F-2368, C. J. Villeneuve—Control; DeLuxe Motor Stages of 
Tllinois—Lease—Santa Fe Trail Transportation Co., has rec- 
ommended that the Commission deny the application of DeLuxe 
Motor Stages of Illinois, of Chicago, to lease certain passenger- 
carrier operating rights, and to purchase certain property, of 
Santa Fe Trail Transportation Co., of Wichita, Kan. The oper- 
ating rights involved operations between Chicago and St. 
Louis, and the purchase by DeLuxe of one motorbus. The re- 
port said the declared purpose of the lease was to conserve 
facilities, manpower, and equipment through temporary uni- 
fication of the operations, pointing out that DeLuxe operated 
three daily round-trip schedules, using 8 motorbusses and 12 
drivers, while Transportation operated a similar number of 
schedules over almost the identical route, using 7 motorbusses 
and 10 drivers. DeLuxe, it said, was confident that, with the 
addition of the one motorbus proposed to be purchased, and 
reduction of present idle time of equipment to a minimun,, it 
would be enabled to conduct the three additional schedules 
without the necessity of obtaining additional equipment, and 
that it would have to employ 10 more drivers. Transportation 
proposed to use the motorbusses that would be freed by the 
lease to relieve a critical shortage of equipment on its oper- 
ations in other territory, the report said. 

The Brotherhood of Railroad Trainmen opposed the appli- 
cation, it said, and had argued that some definite provision 
should be made for employe welfare. In summing up the ob 
jections to the proposal, the report said that if the 10 drivers 
employed on Transportation’s Chicago-St. Louis run were trans- 
ferred to other runs on its Illinois division, there would be a 
dislocation and reshuffling of the entire roster of drivers (and 
possibly their families) possessing seniority rights on that 
division, with the result that, in the process of applying senior- 
ity rules, the ten men at the bottom of the list would be dis- 
placed. It pointed out that the proposed arrangement was for 
one year only and that, upon its termination, the employes 
again would be confronted with readjustments. DeLuxe had 
made no definite commitments to employ the drivers at the 
present rates of pay and seniority, the report said, having 
pointed out that DeLuxe paid on a lower scale than Transporta- 
tion, and that, while Transportation anticipated an increased 
need for additional drivers on other operations in its system, 
neither had advanced any definite plan to safeguard the wel- 
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fare of the employes affected by the proposal. It also pointed 
out that there was no evidence to show that DeLuxe would be 
able to obtain additional equipment if found necessary to main- 
tain the required schedules, and that, in the absence of any 
evidence on the point, it must be assumed that traffic between 
Chicago and St. Louis required maintenance of all such 
schedules. 

The examiner said that, in his opinion, these considera- 
tions outweighed such benefits as the record showed might 
be derived by the companies from the instant proposal for the 
short period of the lease. 


Proposed Reports 
Old Boots or Shoes 


No. 29053, Henry L. Stimson as the Secretary of War vs. 
Aberdeen & Rockfish Railroad Co. et al. By Examiners H. W. 
Johnson and S. R. Diamondson. Rates on boots or shoes, old, 
used, leather, having value other than for reclamation of raw 
materials, carloads, and less carloads, from various points in 
the United States to Buford, Ga., and Hannibal, Mo., not shown 
to have been or to be unreasonable. Dismissal proposed. The 
report said the commodities involved—unserviceable and dis- 
carded leather boots and shoes, with or without composition 
soles or heels, of military personnel—moved in carloads, 24,000 
pounds minimum, at ratings generally 55 per cent of first class, 
and in less carload quantities generally at 85 per cent of first 
class. It said complainant contended that the ratings were 
unreasonable to the extent they exceeded 35 per cent of first 
class, 30,000 pounds minimum, carloads, and 55 per cent of 
first class, less carloads. The report said that approximately 
65 per cent of the shoes involved were suitable for recondition- 
ing, though from 75 to 80 per cent of the total weight of the 
unserviceable shoes was removed in reconditioning and sold as 
scrap. The report said that, considering the values and fairly 
high density of the boots and shoes involved, the present rat- 
ings were not higher than ratings on other commodities of com- 
parable weight and value. 


Bakery Goods 


No. 29073, Manchester Biscuit Co. Division of United Bis- 
cuit Co. of America vs. Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. et al. By Examiner Morris H. Konigsberg. Rate 
on bakery goods, in carloads, from Sioux Falls, S. D., to Des 
Moines, Ia., found not unreasonable or unjustly discriminatory, 
but unduly prejudicial. Nonprejudicial basis recommended. 
The examiner said that the rate on bakery goods from Sioux 
Falls to Des Moines was 36 cents, minimum 20,000 pounds, or 
34.3 per cent of first class, and from Chicago to Des Moines 30 
cents, minimum 35,000 pounds, or 24.2 per cent of first class, 
and that the complainant sought a rate of 26 cents, which would 
be 24.2 per cent of first class. He said that the complainant 
competed at Des Moines with a Chicago shipper, and should be 
accorded similar treatment with respect to rates. The allega- 
tion of unjust discrimination was unfounded, he said, because 
inequality had not been shown as between shippers shipping 
over the same line, the same distance, and the like. He recom- 
mended that the Commission find that the rate assailed to be 
unduly prejudicial to the extent that it bore a higher percent- 
age relation to first class than the rate contemporaneously 
maintained from Chicago to Des Moines bore to first class. 


Desks and Tables 


No. 29095, John Shillito Co. vs. Cincinnati, New Orleans 
& Texas Pacific Ry. Co. et al. By Examiner W. H. Smith. 
Recommends dismissal. Rates on wooden desks and tables, in 
less carloads, from Toccoa, Ga., to Cincinnati, O., not shown 
to have been or to be unreasonable. The report said that five 
shipments involved moved at rates of $1.56 and $1.65, at the 
second class rating applicable under an exceptions tariff. It 
said the complainant assailed the rates on the ground that 
there existed combination rates of $1.26 and $1.34 applicable 
on the traffic if it moved from Toccoa to Clare, O., beyond 
Cincinnati. The report said the allegation of a violation of the 
long and short haul provision of section 4 of the act was un- 
founded because it appeared that desks and tables had not 
moved to Clare and that the rate to Clare was only a “paper” 
rate. Complainant had not shown that it was damaged by the 
technical fourth section situation described, the report said. 


Petroleum Xylol 


No. 29060, Standard Alcohol Co. et al. vs. Atchison, Topeka 
& Santa Fe Ry. Co. et al. By Examiner M. J. Walsh. Recom- 
Mends award of reparation. Rates charged on petroleum 
xylol, in tank-car loads, from Baytown, Tex., to destinations in 
llincis, Indiana, Michigan, Missouri, New Jersey, Pennsylvania, 
and Wisconsin found unreasonable. The report said that be- 
tween December 26, 1941, to January 19, 1942, complainant 








shipped 31 tank-car loads of xylol, a by-product of petroleum, 
the shipments weighing an average of 60,700 pounds, on which 
applicable fifth-class rates were charged. It said that com- 
plainant contended that reasonable commodity rates as low as 
those applicable on tuluol, were reasonable rates; that the 
rates sought were presently in effect, and that there was only 
the question as to the reasonableness of the assailed rates when 
the considered shipments moved to be decided. The report said 
that xylol and tuluol were somewhat similar in character and 
of comparable value; that complainant had shipped the xylol 
under the impression that lower rates on refined petroleum oil 
were applicable, and that the conclusion was warranted that 
the rates charged on xylol had been unreasonable to the extent 
that they exceeded the rates applicable on tuluol. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonebly filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Montana (Laurel)—-MC 3866, Sub. 3, Fred R. Griffey, ex- 
tension. Denial of certificate proposed. Petroleum products in 
bulk, from and to certain points in Wyo., Mont., Ida., Utah, 
and N. D. 

New Jersey (Weimar)—MC 85239, Weimar Storage Co., 
Inc., common carrier, embracing MC 85239, Sub. 1, Same, ex- 
tension. Certificates proposed. On further hearing in MC 
85239, findings in prior report, 42 M. C. C. 841, affirmed, and 
applicant found entitled under the “grandfather” clause to 
operate as a common carrier, over irregular routes, of (1) 
household goods between New York, N. Y., Elizabeth, N. J., 
and points in New Jersey within 25 miles of Elizabeth, on the 
one hand, and, on the other, points in Mass., Conn., R. I., N. Y., 
N. J., Pa., Md., and the District of Columbia, and (2) petro- 
leum products, alcohol, acetates, and lacquer solvents, in con- 
tainers, from Elizabeth and Bayway, N. J., to New York, N. Y., 
and points in Westchester county, N. Y., and of empty con- 
tainers therefor in the reverse direction. In MC 85239, Sub. 1, 
public convenience and necessity found to require operation 
as a common carrier of commodities described in (2) above 
between certain points in N. J., N. Y., Conn., and Philadelphia, 
Pa., over irregular routes. 

New Jersey (Paterson)—-MC 50897, Sub. 1, Simon Zelnick, 
extension. Consolidated certificate proposed, on reconsideration, 
and prior findings modified. Special commodities, principally 
textile materials, between Paterson, N. J., and New York, 
N. Y., over two regular routes, serving all intermediate points. 

California (San Francisco)—-MC 78786, Sub. 137, Pacific 
Motor Trucking Co., extension. Certificate proposed. General 
commodities, between Los Angeles, Calif., and San Gabriel, 
Calif., over irregular routes, subject to conditions that service 
be limited that that auxiliary to or supplemental of the rail 
service of the Southern Pacific Co. or the Pacific Railway Co. 

Missouri (Charleston)—-MC 75281, Sub. 2, Righter Truck- 
ing Co., Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between the junction of Ill. highways 
3 and 146 and the junction of Ill. highway 3 and U. S. highway 
51, over Ill. highway 3, with service at no intermediate points. 

lowa (Seymour)—MC 105041, Neil Couchman, common 
carrier. Certificate proposed. Livestock, between Seymour, 
Ia., and points in Ia. and Mo. within 15 miles of Seymour, on 
the one hand, and Omaha, Neb., and Peoria, Ill., on the other, 
over irregular routes. 

New Jersey (Ocean Citv)—-MC 105064, Jack West Mac- 
Murray, common carrier. Denial of certificate proposed, for 
want of prosecution. General commodities, with exceptions, 
between Ocean City, N. J., and Philadelphia, Pa., over regular 
routes, serving all intermediate points and the off-route points 
of Somers Point, McKee City, May’s Landing, and Camden, 
N. J. 


CLIPPER CARLOADING APPLICATION 

The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in FF-128, Clipper Carload- 
ing Co. Application, has recommended that the Commission find 
the services of the applicant those of a freight forwarder. It 
proposed a grant of authority to forward commodities gen- 
erally from points in Illinois and Indiana to points in Virginia, 
Maryland, Delaware, Pennsylvania, New Jersey, New York, 
Connecticut, Rhode Island, Massachusetts, Vermont, New 
Hampshire, Maine, and the District of Columbia, and from 
points in Vermont, Massachusetts, Rhode Island, Connecticut, 
New York, New Jersey, Pennsylvania, Delaware, Maryland, 
Virginia, West Virginia, North Carolina, Ohio, Kentucky, Ten- 
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nessee, Indiana, Michigan, Illinois, Wisconsin, and the District 
of Columbia, to points in Illinois, Louisiana, Texas, Montana, 
Wyoming, Colorado, New Mexico, Idaho, Utah, Arizona, Ne- 
vada, California, Oregon, and Washington. 

It recommended that the Commission deny authority 
sought in the application to serve as a freight forwarder in east- 
bound operations from points in Wisconsin, Minnesota, Iowa, 
Missouri, Nebraska, and Kansas; southbound to points in Geor- 
gia and Florida; or westbound from points in Maine, New 
Hampshire, Minnesota, Iowa, Missouri, Nebraska, and Kansas, 
or to points in Indiana, Wisconsin, Minnesota, Iowa, Missouri, 
and Kansas, for the reason that applicant had not shown that 
it had performed services in such operations. 


RAIL-MOTOR SUBSIDIARY PURCHASE 


Incompetent, irrelevant and immaterial evidence was made 
the basis for the proposed finding by Examiner Frank A. Clif- 
ford, in his recommended: report in MC F-2413, St. Louis-San 
Francisco Railway Co. (J. M. Kurn and Frank A. Thompson, 
Trustees)—Control; Frisco Transportation Co.—Purchase— 
Righter Trucking Co., Inc., that the proposed transaction would 
not be consistent with the public interest, said the three appli- 
cants in a brief on exceptions to the proposed report (see Traffic 
World, June 17, p. 1627, and July 8, p. 68). 

“Consistency with public interest is one of the prescribed 
tests under section 5,” the applicants said in their brief. “The 
term ‘public interest’ cannot be circumscribed to the narrow 
limits undertaken in the proposed report. The examiner ap- 
pears to consider only the possible results the approval of the 
proposed transaction might have on the competitive situation, 
and that it is based almost exclusively on an existing differen- 
tial between railroad and motor carrier rates. Obviously, he 
considers public interest only to the extent that the interests of 
competing motor carriers might possibly be affected. There 
is no consideration given whatever to the interest of the great 
mass of the public who need not only a continuance of the 
service heretofore rendered by Righter, but desire that service 
improved and, in addition thereto, have the benefits of co- 
ordinated rail-motor service. . It is, .. . axiomatic that im- 
provement in transportation facilities in a ied growing and 
developing territory is in the public interest. 





AKIN MOTOR RIGHTS LEASE 


Examiner Frank A. Clifford, in a proposed report in MC 
F-2450, L. R. Strickland—Control; Strickland Transportation 
Co., Inc.—Lease—Austin Franklin Akin, has recommended that 
the Commission approve and authorize lease by Strickland 
Transportation Co., of Dallas, Tex., of certain operating rights 
of Austin Franklin Akin, doing business as Akin Truck Line, 
of Shreveport, La., and acquisition of control of those operating 
rights by L. R. Strickland through the lease. The transaction 
involves common carrier rights between Dallas and New Or- 
leans. The examiner said that Strickland had received numer- 
ous requests from shippers for direct single-line service between 
Oklahoma City and Tulsa, on the one hand, and, on the other, 
New Orleans, not available by any other motor carrier, and 
pointed out that Strickland had been interchanging traffic with 
other carriers, including Akin, at Dallas. 

As to protests against approval because of the fact that 
a joint board proposed report had recommended that the 
common carrier rights involved be denied Akin, the examiner 
said that Akin had been conducting actual operations under 
the claimed “grandfather” rights and that the Commission 
had consistently found that where real operations were being 
conducted pursuant to claimed rights under pending “grand- 
father” applications, all issues in connection with the validity 
of such claims must be reserved for determination in proceed- 
ings on such applications. He said that to the extent Akin’s 
claimed operating rights proposed to be leased were not ulti- 
mately confirmed, Strickland would be required to cease such 
operations. 


PASSAMAQUODDY FERRY APPLICATION 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, by a proposed report in W-737, Passamaquoddy 
Ferry and Navigation Co. Application, has recommended that 
the applicant be found to be engaged as a common carrier, by 
self-propelled craft of not more than 100 tons carrying capacity 
or not more than 100 indicated horsepower, in the transporta- 
tion of commodities generally, in interstate or foreign com- 


merce, between Eastport and Lubec, Me., and that a certificate 
be issued. 


RUTLAND REORGANIZATION 
The Commission, division 4, by an order in Finance No. 
14635, Rutland Railroad Co. Reorganization, has ratified the 
appointment as trustees of William E. Navin and Wallace M. 
Fay by the federal court for the district of Vermont. 


TRAFFIC WORLD 


Railroad Abandonments 


New York Central 


Final judgment has been entered in the federal court jor 
the southern New York district, dismissing the complaint of the 
Public Service Commission of the State of New York, the City 
of Yonkers, and John W. Tooley, Jr., as president of the Coin- 
mittee of Yonkers Commuters. The effect of the decision was 
to uphold the order of the Commission in Finance No. 13914 
New York Central Railroad Co., Abandonment, in which the 
Commission authorized the New York Central to abandon iis 
Yonkers branch, extending 3.1 miles from Van Cortland Park 
Junction, New York City, to Getty Square, Yonkers, N. Y. 

The same court had sustained the Commission’s order early 
in 1943, and the case was taken to the Supreme Court of the 
United States, which reversed the lower court, without consid- 
eration of the merits, because the Commission had failed to 
make the necessary jurisdictional findings to support its order, 
i.e., had failed to find that the branch was operated as a part 
of a general steam railroad system of transportation (see Traffic 
World, Jan. 8, p. 77). 

After considering additional evidence, the Commission made 
a report and order on rehearing and reconsideration, again per- 
mitting the abandonment (see Traffic World, March 4, p. 575), 
which was followed by institution of the action in the New York 
federal court. The court said that all parties had agreed that 
its action should be considered on the merits and disposed of 
finally “at this time.” The court pointed out that in its last re- 
port the Commission had made “painstaking subordinate find- 
ings” and had concluded that ‘‘the Yonkers branch is not a 
street, suburban or interurban electric railway within the con- 
templation of section 1(22), but is an electrically operated 
branch of a general steam railroad system... .” Such findings, 
both subordinate and ultimate, said the court, surely met the 
criticisms of the previous order by the Supreme Court and that, 
since they were the express objective of the Supreme Court’s 
order of reversal must be entitled to at least prima facie weight 
in the lower court’s considerations. 

As to the contention of the plaintiffs which, said the court, 
had been made for the first time on petition for reconsideration 
of the Commission’s latest order, that the Yonkers line was a 
“spur ... located wholly within some one state” and thus ex- 
empt under section 1(22), the court said there was no merit in 
that contention. Pointing out that there were four agency sta- 
tions on the line, at which most of the thirty-four regular trains 
stopped daily except Sundays, the court said this would “hardly 
bring the line within the scope of any generally accepted defini- 
tion of the word ‘spur’.” 

Commenting on the status of the branch as part of a steam 
railroad system, the court said, in part: 


An the facts here with respect to the operation of the railroad 
demonstrate that by reason of interconnection of physical facilities, 
intertwining of railroad operations, including personnel as well as 
equipment, together with unity of financial and fiscal functions, we 
have before us a single railroad system, from which this small branch 
cannot be lopped off for special treatment without illogical and un- 
realistic severing of practical railroad ties, with consequences prejudi- 
cial to the best operation of the system and the public interest as a 
whole. 


Such interrelationships required that, for effective adminis- 
tration and operation of the interstate commerce laws demanded 
that jurisdiction over a proceeding of this kind be vested in the 
Commision, said the court. Otherwise, it continued, “state public 
service commissions may make limited orders operative only in 
the interstices of vast transportation systems which may effec- 
tively tie the hands of both the system and the Interstate Com- 
merce Commission and operate to the detriment of transcon- 
tinental railroad lines which the interstate commerce laws are 
intended to protect and conserve... .” 

The court said that the suggestion of the commuters’ com- 
mittee that the Commission was disqualified to act because of 
interest, since its members were appointed by the President, 
who had appealed for scrap for war purposes, seemed “suffi- 
ciently fantastic in its tenuity as not to require discusion.” 


Burlington 


In Finance No. 14638, the Chicago, Burlington & Quincy 
Railroad Co., has asked authority to abandon (a) its branch 
line of railroad between Helvey and K. C. & O. Junction, Neb., 
and (b) its operation, under trackage rights, over the line of 
the Union Pacific between K. C. & O. Junction and Endicott, 
Neb., a total distance of about 16.26 miles, including all side 
tracks and other appurtenant facilities owned by applicant 
between Helvey and Endicott. The application said that, for 
several years, operations over the trackage owned by the 2p- 
plicant had been conducted at a loss, now amounting to more 
than $25,000 a year. It said that no town would be deprived 
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of railroad service by its proposal, and that for many years no 
local carload traffic had moved via the applicant’s line between 
points on the trackage involved. The limited volume of traffic 
that had originated or terminated at points on the line could 
be transported by other routes, it said. 


C. A. & S. 


C. W. Breeden, of Louisville, Ky., formerly an employe of 
the applicant in Finance No. 13979, Chicago, Attica & Southern 
Railroad Co., Abandonment, in which the Commission, division 
5, permitted the receiver to abandon a portion of the company’s 
line extending from Veedersburg to West Melcher, Ind., ap- 
proximately 23.9 miles (see Traffic World, Sept. 18, p. 637), 
has asked the Commission to order payment to him of the 
equivalent of four years’ pay “under the provisions of the 
transportation act of 1940.” Mr. Breeden said he was employed 
as a brakeman on the C. A. & S. in 1928, promoted to conduc- 
tor in 1930, and had continued furnishing services as a con- 
ductor until September 15, 1943, at which time, he said, the 
services were discontinued by reason of the abandonment 
authorized by the Commission. He said the order had provided 
that the Commission would retain jurisdiction for a period of 
two years to determine whether or not employes would be 
adversely affected, and added that he had been so affected in 
that his services had been dispensed with on account of the 
abandonment. Mr. Breeden said he would further show that 
he had performed services for the carrier for a period of con- 
siderably more than four years. 


N. & lI. 


On petition of the protestants, in Finance No. 14254, Nez- 
perce & Idaho Railroad Co. Abandonment, the Commission has 
postponed the effective date of its order until October 1. In that 
proceeding the Commission, division 4, with Commissioner Por- 
ter dissenting, authorized the N. & I. to abandon its entire line 
of railroad extending from Nezperce to Craigmont, approxi- 
mately 13.80 miles, in Lewis county, Idaho, subject to a condi- 
tion that the line, or any part of it, might be sold to any one 
offering, within 40 days from the date of the certificate, to buy 
the line or part of it for continued operation at a price not less 
a ng fair salvage value thereof (see Traffic World, April 22, 
p. 


N. Y. S. & W. Reorganization 


The Commission, division 4, has made public an approved 
plan of reorganization in Finance No. 11681, New York, 
Susquehanna & Western Railroad Co. Reorganization, effective 
January 1, 1944. In its summary of the report on the plan, the 
division said that under the approved plan the new capitali- 
zation would be approximately $14,450,000, and that the pres- 
ent capitalization was about $38,885,000 which, with accrued 
interest and unsecured claims, amounted to about $44,870,000. 
The summary showed the new capitalization composed of 
$7,952,844 of equipment obligations, fixed interest bonds and 
contingent interests bonds, and $6,500,000 in stock, composed 
of $3,000,000 of 5 per cent preferred stock, and $3,500,000 of 
common stock, no par value, stated at $100 a share. It showed 
total annual requirements of $427,123 on the fixed and con- 
tingent interests bonds, the equipment obligations, additions 
and betterments, and the sinking fund for terminal bonds. 

Equities of the holders of preferred and common stock 
were found to have no value and no provision was made for 
their participation in the plan. Holders of unsecured claims were 
found not entitled to priority will receive about 10 per cent 
of the principal amount of their claims in new common stock, 
and holders of terminal mortgage bonds will receive interest 
accruing to the effective date of the plan in cash and the prin- 
cipal amount of their claim in new terminal mortgage 4 per 
cent bonds having a first lien on substantially the same prop- 
erty as does the existing terminal mortgage. 

__ The plan provides that new preferred and common stock 
will be placed under voting trusts for periods of five years 
and that voting trust certificates will be issued. Holders of 
Such certificates will be entitled to instruct the voting trustees 
on matters of voting the stock, except in cases where a cer- 
tificate is held by a railroad or by one affiliated with a rail- 
road, according to the plan. A sale, consolidation, or merger, 
it provides, can be effected with the consent of 51 per cent 
of those holders of certificates of each class of stock entitled 
to give the voting trustees instructions as to voting. 


BYRD STEAMSHIP AUTHORITY 
By an order in W-885, Byrd Steamship Line, Inc. Tempo- 
tary Authority Application, the Commission, division 4, has va- 
cated its order of January 12, 1943, which granted the applicant 
temporary authority until December 31, 1944, to operate as a 
com:non carrier by self-propelled vessels and non-self-propelled 











vessels with the use of separate towing vessels, in the transpor- 
tation of commodities generally between ports and points on the 
Delaware River, on the one hand, and, on the other, Baltimore, 
Md., and ports and points on the Atlantic Intracoastal Waterway 
and its tributaries from and including Norfolk, Va., to and in- 
cluding Jacksonville, Fla. The order said the carrier had not 
exercised the authority specified because of its inability to obtain 
vessels, that there was no prospect of obtaining vessels adequate 
for performing the service proposed, and that the carrier was 
not fit, willing, and able to exercise the authority granted. 


INTRASTATE FARES 


At the request of the federal court for the western Ken- 
tucky district, the Commission, by Commissioner Porter, by 
an order in No. 28963, Alabama Intrastate Fares, No. 29000, 
Kentucky Intrastate Fares, and No. 29037, Tennessee Intra- 
state Fares, has modified its order of May 8 in those proceed- 
ings to become effective August 15 instead of August 1. The 
Commission’s order required the railroads operating in those 
states to bring intrastate fares up to the level of intrastate 
fares (see Traffic World, June 24, p. 1711). 


STOKERS FOR LOCOMOTIVES 


The Commission, Chairman Patterson, by an order in No. 
29049, A. Johnston, Grand Chief of the Brotherhood of Locomo- 
tive Engineers et al. vs. A. T. & S. F. et al., has denied the 
petition of the Pittsburgh & West Virginia Railway Co. for an 
extension of time within which to comply with the Commission’s 
order of March 18, 1939, requiring the installation of mechanical 
stokers on certain coal-burning steam locomotives engaged in 
fast or heavy service. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
im it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2450, the Commission suspended from July 
25, 1944, until February 25, 1945, the operation of all schedules 
published on 3rd revised page No. 54-B to MF I. C. C. No. 1 
of Continental Transportation Lines, Inc., Pittsburgh, Pa. The 
suspended schedules propose to increase the minimum charge 
a shipment on traffic applicable throughout middle Atlantic and 
central territories including certain points in the states of Ken- 
tucky and Tennessee. 

In I. and S. M-2448, the Commission suspended from July 
21 until February 21, the operation of all schedules published 
in tariffs MF-I. C. C. Nos. 3 and 4 of A. F. Posnik doing busi- 
ness as A. F. Posnik & Co., Detroit, Mich. The suspended sched- 
ules propose to establish a five per cent increase in rates on 
various petroleum products, in bulk, truckloads, from and to 
various points in Indiana, Ohio and Michigan. 


MOTOR MINIMA RESTRICTIONS 

The Commission, division 2, on protest by the Price Ad- 
ministrator, has suspended, in I. and S. M-2449, Minimum Class 
Rate Restrictions in the East, from July 24 until February 24, 
the operation of certain schedules published in supplement No. 
26 to MF-I. C. C. No. A-102 of Middle Atlantic States Motor 
Carrier Conference, Inc., agent, Washington, D. C. (See Traf- 
fic World, July 22, p. 198.) 

The Commission said the suspended schedules proposed to 
establish new or increased minimum class rate restrictions 
(class rate stops) over the routes of certain carriers on traffic 
within Middle Atlantic states, and also between Middle Atlan- 
tic and New England states. The Administrator said, in ob- 
jecting to the schedules, that minimum class rate restrictions 
nullified classification principles in that they established in- 
creased ratings for traffic that was normally rated lower, be- 
cause of transportation characteristics, than the minimum class 
rate stop proposed. , 

No time or place was assigned for hearing. 


Clothing to Brooklyn 


Eastern-Central Motor Carriers Association has asked the 
Commission to suspend Agent D. O. Barrett’s MF-I. C. C. No. 
C-1, published to become effective August 2, naming reduced 
joint commodity rates on clothing, n. o. i., from Jacksonville, 
Ill., and Paducah, Ky., to one consignee in Brooklyn, N. Y., 
applicable via Hayes Freight Lines, Inc.; thence Spector Motor 
Service, Inc., beyond. 

The protest was given over largely to support of the state- 
ment that it was extremely difficult to reconcile the repre- 
sentations ‘and intense efforts” made by Hayes Freight Lines 
to obtain ‘‘a drastic increase in revenues in I. and S. M-2333” 
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with its action herein protested, “and in connection with which 
we are told that on this clothing from Jacksonville and 
Paducah it is most important that rates for one consignee, the 
Brooklyn Navy Yard, be on an exact rail basis so that Hayes 
and Spector Motor Service can secure some much needed east- 
bound tonnage... .” Certainly the reductions proposed herein 
are in no manner consistent with the general position taken 
by Hayes in I. and S. M-2333, leaving one to conclude that 
even if successful in the I. and S. case respondent would not 
apply any granted increase generally, but, on the contrary, 
would make it applicable only where it was felt traffic could 
be secured in spite of lower rail rates and would not apply 
it in instances where shippers suggested they would not pay 
the differential over rail.’ 

The association said that, in effect, respondents were re- 
moving the 6 per cent and 4 per cent general increase from 
their first and second class rates so as to give this specific 
clothing movement identically the same rates as maintained 
by rails, although on all other overhead traffic these same re- 
spondents apply class and commodity rates 10.24 per cent 
higher than rail. 





JOINT MOTOR ROUTE CANCELLATIONS 


The Price Administrator has filed another request for the 
suspension of tariff items providing for the elimination of a 
motor carrier as a participating carrier in traffic moving on 
joint rates and over through routes in connection with other 
participating carriers. The instant protest was directed to items 
in supplements to Southern Motor Carriers Rate Conference 
MF-I. C. C. Nos. 130, 282, 265, 319, 305, 325, 249, and 237. 
The Administrator said they involved elimination of United 
Motor Freight Terminal, Inc., the elimination of Frederickson 
Motor Express Corporation as an intermediate carrier, and 
minimum rates ‘‘account certain other carriers.’ He said that 
in its notices to the O. P. A. United justified its elimination by 
saying that the routes were being closed to certain carriers for 
reasons too numerous to mention, the chief one being United’s 
inability to collect monies due from those lines, as well as 
claims, together with its alleged inability to obtain fair and 
equitable division arrangements. He said that by cancelling 
the through routes, joint rates, and interchange arrangements, 
the higher combination of local rates would apply on future 
traffic. 

As in previous protests, the Administrator argued that sec- 
tion 216(c) of the interstate commerce act applied only to the 
making of joint and through arrangements and that there was 
no restriction on the Commission’s jurisdiction with respect to 
the reasonableness of changes of such rates after carriers have 
voluntarily entered into joint arrangements. He said that sec- 
tion 216(g) expressly provided that the Commission might de- 
termine the lawfulness of the rates that would become appli- 
cable as a result of the proposed eliminations and restrictions. 

Edgar Watkins, Jr., replying for United, said the reason 
for the cancellation was unimportant, as section 216(c) pro- 
vided that carriers might enter into joint routes and that this 
meant that carriers might also cancel such routes. There were 
no provisions in part II of the act to the effect that a motor 
carrier must show that cancellation of joint routes was rea- 
sonable, and argued that the Commission had no jurisdiction 
to suspend. 





Motor Rates in East 


While the aggregate of intermediates rule might in some 
instances be applicable to motor carriers, it should not be in- 
voked in an extreme case “such as this,’”’ said Raymond Bros. 
Motor Transportation, Inc., and Hennepin Transportation Co., 
in exceptions to the report of Examiner C. W. Bennett in 
MC C-387, Victory Granite Co. vs. Central Truck Lines, et al. 
In that proceeding, the examiner proposed dismissal and found 
unreasonable a joint through second class rate of $3.25 a hun- 
dred pounds on a shipment of polished granite, in crates, from 
Sauk Rapids, Minn., to Tampa, Fla., so far as it exceeded the 
aggregate of intermediate rates totaling $2.48 a hundred (see 
Traffic World, June 3, p. 1497). Previous exceptions had been 
filed by Central Truck Lines, Inc., and Wilson Truck Co., Inc. 
(See Traffic World, July 22.) 

Distinguishing between the application of the rule to rail 
and motor carriers, the respondent motor carriers said: 


The situation which gave rise to the principle of the aggregate of 
intermediates involved rail carriers of which it was the conception that 
they were to bind together the farthermost points of the country, 
entailing the idea that they would handle traffic between all points in 
the country. That same conception does not prevail in the motor carrier 
industry. Some have spanned great distance, but the wiser of the oper- 
ators readily admit that there is a practical limit to the scope of their 
operations. The narrower field of motor carriers has been publicly 
emphasized by the Commission and other governmental agencies and 
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transportation authorities. The expedient adopted here of fixing a rate 
for the through movement and through responsibility higher than the 
aggregate of the intermediate rates reflects the conviction that such 
traffic moving practically from one boundary of the country to another 
where four carriers must handle the shipment, should not be encour- 
aged. We reiterate that this explanation indicating a selection of p dliey 
should not be summarily dismissed but the burden remains upon com- 
plainant to prove the unlawfulness of the carriers’ selection. 


The respondents said that section 216(c) provided simply 
that common carriers might establish reasonable through 
routes and joint rates. To reject this right of making a dis. 
tinction, they said, was to nullify the choice that Congress had 
zealously sought to preserve, adding that ‘‘one does not become 
guarantor or surety for any one. The motor carrier industry 
was not ripe for a mandate that through routes had to be 
established in the handling of property. Congress had in mind 
the innumerable shades of financial responsibility as well as 
operating care, making it mandatory that the right of choosing 
one’s companions be preserved.” 

They said there was a very real difference in responsibil- 
ity between a shipment moving on local rates and that moving 
on joint rates. If the shipper did not have a through route 
available he could have sent the shipment via the lines of 
successive carriers, the respondents said, and that in each 
instance his contract would be with the particular carrier hav- 
ing the shipment at the particular time. That carrier would be 
liable for his own acts, they said, and that no other carrier 
would be liable on a contract to which he was not a party. 
They said that while section 20(11) was applicable to carriers 
subject to part II, it was only applicable when the shipment 
moved on a through bill of lading, adding that whether or not 
there should be a through bill of lading was dependent on the 
motor carriers themselves and was not due to any statutory 
mandate nor responsive to a command from the Commission, 
as was possible in the case of rail carriers. Manifestly, they 
said, Raymond Bros., could not be coerced into assuming re- 
sponsibility for acts of Central in Florida by any one and that, 
if it could not, that preserved right could not be taken away 
through the expedient of a presumption indulged in by the 
Commission. 

“Where we base our higher through rate on the difference 
in what we are willing to undertake,” said the ‘respondents, 
“that decision must be respected at least unless it is shown 
that a premium is exacted for a guaranty not commensurate 
with the risk.” 


Interstate Automobile Traffic 


The Commission heard argument, July 24 and 25, in No. 
28190, New Automobiles in Interstate Commerce, in which Ex- 
aminers William A. Disque and H. C. Lawton, by a proposed 
report, recommended finding not shown to be unlawful inter- 
state rates, charges, rules, regulations and practices through- 
out the United States for the transportation of new automo- 
biles by rail, in carloads, by truck-away, tow bar, or drive- 
away methods, and by any of these methods in conjunction 
with water carriage, and that the proceeding should be dis- 
continued (see Traffic World, Jan. 22, p. 201). 

Time for argument was allotted to Roland Rice, for Amer- 
ican Trucking Associations, Inc.; Parker McCollester, for 
Chrysler Corporation; Thomas D. Geoghegan, for Ford Motor 
Co.; John M. Agrey, for the Public Service Commission of 
North Dakota; Edw. D. Mohr, for the Louisville & Nashville; 
T. P. Healy, for Official Territory rail lines; Charles Clark, for 
the southern lines; Carson L. Taylor, for Western Trunk-Line 
rail carriers; George W. Holmes, for Southwestern Rail Lines; 
and Robert E. Quirk, for General Motors Corporation and the 
Automobile Contract Carriers Association. It was announced 
at the opening of argument that the National Automobile 
Transporters Association, Inc., representing motor carriers 
operating east of the Rocky Mountains, on whose petition the 
proceeding was instituted by the Commission in 1939, had with- 
drawn from the proceeding. 

Mr. Healy, in characterizing the proceedings, said there 
were two struggles involved: one between the railroads and 
the common carrier trucks for the traffic originating at manu- 
facturing points; and one due to the efforts of Chrysler Cor- 
poration to obtain more favorable bases of rates from Detroit, 
or the same level as applied from the various assembling plant 
points of its competitors. 

Mr. Rice said the public was entitled to proof of the ad- 
vantages of the various forms of transportation, whether in the 
form of lower rates or otherwise. Costs must be borne in mind, 
he said, but that they could not alone be controlling, and that 
the equalization of service disability differentials should not be 
approved as a policy in competitive rate making. 

Mr. McCollester said his client was opposed to the exam- 
iners’ “do-nothing” report, and compared rates from the Chrys- 
ler plant at Detroit, Mich., with those from the assembling 
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plants of competitors at various points as indicating discrim- 
ination against Chrysler. He explained the method by which 
his suggestion that new automobiles should be rated fourth 
class, Saying that comparisons had been made with the com- 
modities rated in the first three classes, with which, he said, 
automobiles did not belong. He said the railroads had not 
provided the parity of choice at Detroit as between the rail- 
roads and the trucks, as had been afforded at assembling plant 
points of competitors, and that the rate spread he had illus- 
trated by charts was too great to be within the zone of rea- 
sonableness. 

Mr. Agrey argued that rates on new automobiles were 
unreasonable to the extent that they exceeded 75 per cent of 
first class, and made comparisons of rates to points in North 
Dakota with those to points in other states as evidence of dis- 
crimination against the North Dakota points. 

Mr. Mohr, for the L. & N., said the evidence showed con- 
clusively that the rates for which that road was responsible 
had not been made lower than necessary to permit it to obtain 
a share of the movement of automobiles. He said the L. & N. 
would like to have a uniform basis of competitive rates for 
general application on its line, but had not been able to do so 
because of lack of uniformity of rates from the several ship- 
ping points served by the L. & N., and that the road was will- 
ing to join with its connections in establishing competitive 
rates from northern manufacturing points to the south based 
on the same principles it had observed in the establishment of 
competitive rates from the assembling points it served. 


Mr. Quirk, voicing objection to the characterization of the 
contract carriers employed by General Motors as “servile 
satellites” by Mr. McCollester, said that they had net earnings 
of 17% per cent of their gross earnings, and that the president 
of the association of carriers, when asked what the earnings 
meant as related to investment, had said that he wished the 
question had not been asked, because the carriers’ earnings 
amounted to close to 50 per cent. He pointed out that dealers 
had sheered away from the investigation by reason of the fact 
that, since the cars they drove away from manufacturing plants 
belonged often to others such as the finance companies, they 
might be in transportation that should be regulated. He said 
that Chrysler Corporation wanted rates reduced although, he 
said, the corporation was not a shipper and had no control of 
routing. He said General Motors used all forms of transporta- 
tion and cited figures to refute the statement he said had been 
made, that it divided its traffic on a 50-50 basis between rails 
and trucks. Its transportation practices, he said, were gov- 
erned by the conditions that existed at different times and 
different places. He said Mr. McCollester’s argument as to 
discrimination was broader than any he had ever heard. Under 
it, he said, a railroad making reduced rates to meet the com- 
petition of Panama Canal traffic would have to make the same 
rate from every dry-land point in the country. 

The railroads favored the adoption of the examiners’ re- 
port. Mr. Taylor said a reduction in the long haul rates from 
Detroit would not help Chrysler because the traffic in his terri- 
tory was controlled largely by the rates from Janesville and 
Kenosha, and the water-truck rates from Duluth. He said the 
western roads had made reductions where necessary and should 
not be compelled to do so where there was no competition. 
Mr. Holmes said.the roads he represented were willing to make 
such reductions as necessary to get the business. All of the 
railroads were opposed to a reduction in the classification rat- 
ing and to freezing the rates either by putting a floor under 
them or reducing the rates out of Detroit to a maximum rea- 
sonable basis. Mr. Clark, for the southern roads, said the Com- 
mission could not very well fix a classification rating in the 
instant case because there was no way of telling what class 
rates would be prescribed in No. 28300, Class Rate Investiga- 
tion, 1939. 


Shorter Routes for Truck Line 


Replying to a petition of railroads operating in Official and 
Southern territories for reconsideration in MC 80382, Brooks 
Transportation Co., Inc., Common Carrier Application, embrac- 
ing MC 59911, Same, and MC 80382, Same, Extension—Con- 
necting Routes in Virginia, Brooks Transportation has asked 
the Commission to deny the petition and to affirm the decision 
of division 5, which denied the applicant, of Richmond, Va., 
“grandfather” rights to operate as a common carrier of general 
commodities between Charlottesville and Lynchburg, Va., or 
between Staunton and Roanoke, Va., over specified routes, but 
found operations by the applicant over such routes required by 
Public convenience and necessity, and granted the certificate in 
MC 80382, Sub. 11 (see Traffic World, July 22). 

Brooks Transportation said it was not proposing a new 
operation, but one that had been in effect both as to service 
and points for more than 10 years, and that the applications 
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involved were actually limited to points for which the applicant 
already held certificates from the Commission. The only issue 
involved, it said, was the use of a short route to serve these 
points, and later said what was involved was the continuation 
of an economical service. 

“There is a strange ring to the railroads’ opposition to 
‘economy of operation’,” said Brooks Transportation. ‘For 
eight years the railroads have been bombarding the Commis- 
sion with applications for motor carrier rights in order to 
effect economies and give an improved service, and the Com- 
mission has granted them some thousands of such applications. 
In most of the cases it has been the railroads’ contention that 
they would serve no new points or new customers but would 
give a better, faster and more economical service for the traf- 
fic which they already have. That has been the theory upon 
which the Commission has granted innumerable railroad appli- 
cations for motor carrier rights. .. .” 

If deprived of these short routes, said Brooks Transporta-_ 
tion, it would be subjected to additional costs amounting to 
$50,000 a year. 


Status of Allied Van Lines 


Indepéndent Movers & Warehousemen’s Association, Inc., 
protestant in MC 15735, Allied Van Lines, Inc., Common Car- 
rier Application, and MC 15735, Sub. 1, Same, Extension, has 
filed twenty exceptions to the proposed report of Examiner 
W. T. Croft in those proceedings. The examiner recommended 
grants of authority by which Allied would be enabled to trans- 
port household goods as a motor common carrier between all 
on in the United States (see Traffic World, June 24, p. 
1 : 

“In its clear recognition of the devices employed by appli- 
cant to give itself the appearance of a carrier subject to the 
motor carrier act, the proposed report of Examiner Croft is 
responsive to the record,” said Independent. ‘In its condemna- 
tion of the unlawful practices of Allied Van Lines, Inc., the 
examiner is supported firmly by the undisputed facts of the 
record and the settled law; but in his assumption that the un- 
lawful practices shown may be reformed and the applicant 
concern thus made to function as a carrier the examiner has 
fallen into serious error. The findings of the proposed report 
on further hearing, reversing erroneously the findings proposed 
on the original report, would extend to a non-carrier, engaged 
only in the selling of carrier service rendered by others, a 
grant of authority even broader than that which this Commis- 
sion may exercise under the provisions of the governing statute, 
a grant which would assume to confer upon applicant a car- 
rier status which does not, and never has, existed and which 
can not be created by administrative findings or orders.” 

Independent said that Allied was organized as a selling 
concern that “its charter forbids its operation as a com- 
mon carrier or public utility.” It likened Allied to a trade 
association rendering certain services for its members and sell- 
ing their carrier services to the public, and that the fact that 
Allied was not in business for profit threw interesting light on 
its claim that it was a carrier. A bona fide carrier, it said, 
charged rates for its services that included a reasonable margin 
of profit. It asked thirty-five findings of fact, and sixteen con- 
clusions looking to termination of the Allied plan of operation. 


ALLIED VAN APPLICATION 


W. J. Dillner Transfer Co. and Hoeveler Warehouse Co., both 
of Pittsburgh, Pa., jointly have filed exceptions to the proposed 
report of Examiner W. T. Croft in MC 15735, Allied Van Lines, 
Inc., Common Carrier Application, and MC 15735, Sub. 1, Same, 
Extension—All States, in which the examiner recommended 
grants of authority to Allied to transport household goods as a 
motor common carrier between all points in the United States 
(see Traffic World, June 24, p. 1695). 

In filing six exceptions, the two protestants said the case 
involved questions of vital importance to the entire motor car- 
rier industry and asked for oral argument by the whole Com- 
mission. They said that the entire Commission held argument 
in MC F-1775, Allied’s pooling case, and that ‘‘this case is of 
more importance than the pooling application.” They asked 
that the applications in the present case be denied. They ex- 
cepted to the examiner’s find that Allied was entitled to “grand- 
father” rights, saying applicant’s witnesses had admitted that 
Allied’s method of operating had changed several times since 
1934; to the finding that a certificate of public convenience and 
necessity should be granted, saying that a principal witness for 
Allied had said his company would not surrender its operating 
rights so as to maintained membership in Allied; to the exam- 
iner’s reliance on statements to the effect that Allied had dis- 
continued practices apparently contrary to law; to the exam- 
iner’s overlooking the fact that Allied was owned by the mem- 
bers of the National Furniture Warehousemen’s Association; 
































































































































































































































































































































































































258 







to the examiner’s failure to state that motor carriers support- 
ing Allied were all members of Allied, with one exception; and 
to the failure of the examiner to explain fully the effect of the 
issuance of certificates to Allied on the operating rights of 
Allied agents. 


Alleghany Control 


Commissioner Mahaffie and C. E. Boles, assistant director 
of the Commission’s Bureau of Finance, began hearing, July 26, 
in No. 29085, Control of Chesapeake & Ohio, N. Y. C. & St. L., 
Pere Marquette, by Alleghany Corporation—Robert R. Young— 
Allan P. Kirby, and Finance No. 14561, Application of Alle- 
ghany Corporation in Respect of the Control of the Chesapeake 
& Ohio and Other Carriers. No. 29085 is an investigation 
entered into by the Commission, on its own motion, for the 
purpose of determining whether Alleghany Corporation, Robert 
R. Young, or Allan P. Kirby were violating the provisions of 
paragraph (4) of section 5 of the interstate commerce act. In 
that proceeding, the respondents had asked the Commission to 
clarify what they called a serious charge, saying that the order 
did not in any manner specify wherein or in what manner 
such alleged violations might have been committed, and that 
it was impossible for them to prepare adequately for the hear- 
ing (see Traffic World, June 10, p. 1565) 

The Commission entered into its investigation in No. 29085 
in February. In May, the application in Finance No. 14561 
was filed by Alleghany Corporation. It argued that control 
of the involved carriers had already been sufficiently authorized 
by the Commission, and that that control had been exercised 
in the public interest. It asked the Commission to find that 
control of the three railroads had not been acquired in violation 
of section 5, and to dismiss the application; or to fihd that 
such control had already been sufficiently authorized by the 
Commission, and to dismiss the application; or to authorize 
control of such carriers by the applicant as the Commission 
might deem not theretofore authorized and approved as re- 
quired under section 5. 

The Commission, represented by H. L. Underwood, assist- 
ant director of the Commission’ s Bureau of Inquiry, and by J. J. 
Doran, a bureau attorney, in an opening statement by the latter, 
said it would be shown that Alleghany Corporation had lost 
control of the carriers in 1938, and reacquired control in 1942, 
after the transportation act of 1940 went into effect under 
which, he said, the holding company, as controlling two or 
more rail carriers, must obtain the approval of the Commission. 
At the opening session of the hearing Mr. Doran began the 
introduction of 116 exhibits, designed to trace the various trans- 
actions involved in the situation, as showing loss of control, 
and regaining of control after the 1940 act was passed. 

George S. Leisure, chief counsel for all of the corporations, 
said it would be shown that Alleghany Corporation had main- 
tained unbroken control from 1929. He was joined in the pres- 
entation of the case by Granville Whittlesby. Robert Purcell 
entered an appearance for the C. & O.; Charles Sellers, of 
Cleveland, appeared for all corporate defendants; T. E. Burgess 
appeared for Robert R. Young and Allan P. Kirby; and G. C. 
Wilbur appeared for the Pere Marquette. The Department of 
Justice was represented by Albert Boggess and Frank F. Vesper. 

The Commission has subpoenaed George D. Brooke, chair- 
man, Virginian Railway, a former president of the C. & O. It 
has also subpoenaed the following former directors of the 
C. & O.: Homer S. Ferguson, president, Newport News Ship- 
building & Drydock Co.; John M. Miller, Jr., chairman of the 
board, First & Merchants National Bank, Richmond, Va.; John 
B. Hollister, of Cincinnati, of the law firm of Taft, Stettinius 
& Hollister; and John L. Dickinson, president, Kanawha Valley 
Bank, Charleston, W. Va. In addition, the Commission has 
subpoenaed James G. Blaine, president, Marine-Midland Trust 
Co., of New York, N. Y., now a director of the C. & O.; and 
Ben-Fleming Sessel, vice president, Tri-Continental Corpora- 
tion, of New York. 


At the close of the first session, E. N. Claughton, of Miami, 
Fla., who said he was a stockholder in one of the railroads, said 
he had a question to ask, and requested permission to do so. 
Commissioner Mahaffie said that, at that point, he might not. 

Mr. Young, asked by a reporter for a statement, said that 
Alleghany Corporation would show that it had controlled the 
C. & O., the Nickel Plate, and the Pere Marquette continuously 
since its organization in 1929. He said that that control had 
never been more clearly demonstrated than in the controversies 
beginning in 1937, through the C. & O. financing of 1938, the 
Cincinnati Union Terminal financing in 1939, the Terminal 
Railroad Association of St. Louis financing in 1939, and down 
through the Erie financing in 1943. 

John B. Hollister, of the law firm of Taft, Stettinius & 
Hollister, Cincinnati, O., was the first witness offered by the 
Commission in No. 29085. Mr. Hollister testified as to a con- 
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versation with Carl E. Newton, now president of the C. & O,, 
prior to the meeting of the railroad’s board in 1942. He ; said 
Mr. Newton told him that Mr. Young, on behalf of the A)- 
leghany Corporation, wanted certain changes made in the ©. & 
O. board, and that he thought enough of the other members 
of the board would “go along” to accomplish the changes, if 
Mr. Hollister and Mr. Gifford did so. Mr. Hollister said he 
told Mr. Newton that he did not want to be “part of any deal,” 
that the board had proper geographical distribution with mem- 
bers from points on the lines of the railroad, whereas the Al- 
leghany representatives generally were bankers. He said he 
expressed the view that control should not be one group, but 
that members of the board should be representative of the 
stockholders as a whole, and that he had discussed the in- 
advisability of pressure being used to “force people off the 
board” when they were apparently serving the general good 
of the railroad and the public. Mr. Hollister said he attended 
the board meeting of February 17, 1942, and that he did not 
then resign, although Mr. Dickinson, Mr. Ferguson, and Mr. 
Miller had already resigned. 

The witness told about the board meeting, and said that 
when Mr. Young wanted to read a letter one of the members 
had suggested that it would be a good idea to go into executive 
session. He said Mr. Young had nominated some of the.direc- 
tors, and spoke of the fact that he had been told by one mem- 
ber that he had placed in nomination a man whom he did not 
know, at the request of Mr. Young. He said it was at the 
executive session that the slate elected was established. Under 
questioning by Mr. Doran, Mr. Hollister said that the minutes 
of the executive session did not contain all that had been said. 

Commissioner Mahaffie asked the witness the difference 
between a meeting of the board and an executive meeting—if 
the latter meant that the lawyers were sent out. The witness 
said every one was sent out, but that he was not himself clear 
as to the difference. 

On cross-examination, Mr. Leisure asked the witness 
whether he had been given any instructions as to what he was 
to do when he became a member of the board, or whether any 
commitments had been made to him. To both questions the 
witness said “No.” 

George D. Brooke, chairman, Virginian Railway, a former 
president of the C. & O., testified that in 1942 he had a con- 
versation with Raymond Morfa, who, he said, later became 
assistant to Mr. Young as chairman of the board of the C. & O. 
He said he understood Mr. Morfa represented a group of the 
directors and felt that the chairman knew about the visit, as, 
he said, Mr. Morfa had represented the chairman in a number 
of matters. Mr. Morfa, he said, suggested that he—Mr. Brooke 
—might want to take advantage of the then existing pension 
laws, and retire. He said it was his impression that he had no 
other alternative, that he had given Mr. Morfa his resignation 
as a member of the C. & O. board and, a little later, had sub- 
mitted his resignation as president. Under cross-examination, 
he said he had retired with a pension of $20,000 a year. 


Rail Labor Supports Alleghany 


At the conclusion of Mr. Brooke’s testimony, John T. Cor- 
bett, national legislative representative of the Brotherhood of 
Locomotive Engineers, asked the privilege of intervening and 
offered a petition on behalf of the brotherhood, supporting the 
Alleghany Corporation application in Finance No. 14561, on 
the ground that the corporation, as the largest stockholder in 
the C. & O. had “fought against attempts of financial interests 
to seize and exercise control of or dominating influence over 
the management and policies of that railroad,” and the roads 
associated with it. 

The petition said it was a matter of substantial interest to 
the brotherhood that investment bankers and other finance 
interests be precluded from exercising such an influence over 
the railroads in the United States, adding that “experience has 
shown that where investment bankers and other financial in- 
terests exercise an important or dominating influence over the 
management and policies, such influence has not resulted in 
the furtherance of the best interests of such railroads or their 
employes, which include members of the Brotherhood of Loco- 
motive Engineers.” The petition continued: 


Your petitioner knows, of its own knowledge, that the present 
management of the Chesapeake & Ohio Railway Co., Pere Marquette 
Railway Co. and the New York, Chicago & St. Louis Railroad Co., has 
stood and fought for the establishment of the principle of competitive 
bidding in the issuance and sale of railroad bonds prior to the order 
of the Commission of May 8, 1944 (Ex Parte No. 158), in respect to 
that principle, finding the same to be in the public interest. 


In doing this, said the brotherhood, the management of 
those roads had “stood and fought for a principle that was 
sound and in the public interest and in: the interest of the rail- 
roads and their employes.” The brotherhood said it would be 
against the public interest and against the interests of its 
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members if any finding or order of the Commission in the 
fnance proceeding should result in opening or enlarging the 
opportunity for investment bankers or other financial interests 
to exercise an important or dominating influence over the man- 
agement and policies of the involved railroads. 

Mr. Corbett, answering a question by Commissioner Ma- 
haffie, said the brotherhood had no testimony to present. There 
being no objection to the petition, Commissioner Mahaffie ruled 
that the brotherhood might intervene. 


Multiple Carloading Rule 


The Wisconsin Paper & Pulp Manufacturers’ Association 
has filed a petition for reconsideration and oral argument be- 
fore the entire Commission in I. and S: No. 5268. Rule 33— 
Multiple Loading, and that the rule as now published in sup- 
plement 16 to Consolidated Freight Classification No. 16 be 
suspended. In the suspension proceeding, the Commission found 
unjust and unreasonable a proposed change in the present rule 
to the extent that it would restrict multiple loading to one 
point of origin and to the extent that the proposal did not 
conform to a provision suggested by the Commission, placing 
on the consignors the responsibility for proper stowing and 
bracing of multiple carload shipments loaded in a single car 
(see Traffic World, June 17, p. 1619). 

The association said it seemed clear that division 2 had 
not given sufficient weight to facts of record concerning the 
loading of shipments at more than one point of origin and had 
prescribed a rule that not only lent itself to the use of ‘“sub- 
terfuge’”’ but would actually defeat the purpose of the multiple 
carload provisions, and, furthermore, would create discrimina- 
tion. It said that the report showed there were 46 paper mills 
at 29 points in Wisconsin, but did not bring out the fact that 
but few of these mills were under the same ownership and 
therefore could not take advantage of a rule “which would 
permit multiple loading by the same shipper at more than one 
origin.” In such cases, it said, the shipper with plants at but 
one origin would be at a disadvantage as compared with a 
competitor with plants at two or more origins and that thus 
discrimination would exist. There were only four paper manu- 
facturing firms in Wisconsin that owned and operated more 
than one plant, the association said, and that these four manu- 
facturers could take advantage of the rule as recommended by 
the division at only 11 of the 29 paper producing points. 

“Because the minimum carload weight for paper sus- 
ceptible to multiple loading is 36,000 to 40,000 pounds it is 
quite impossible to load more than two lots in one car and 
protect the carload minimum weight,” said the association. 
“Consequently the rule allowing multiple loading by two ship- 
pers at not to exceed three origins, would permit full use of 
this conservation method without prejudice or preference.” 

Paragraph (b) as recommended by the division would re- 
lieve the carrier from all responsibility and paved the way 
for denial of claims for damages, it said. It pointed out that 
since the Commission had issued its order of July 3 postponing 
the effective date of the original order indefinitely, the carriers 
had republished rule 33, ‘substantially as proposed by divi- 
sion 2,” in supplement 15 to Consolidated Freight Classification 
No. 16, effective August 13. Later, it was said at the Com- 
mission, the carriers republished the rule in supplement No. 16 
to Consolidated Freight Classification No. 16, to become effec- 
tive August 20. The request for suspension runs against the 
latter publication. 


K. C. Terminal Financing 


The Kansas City Terminal Railway Co., and eleven pro- 
prietary companies, have filed an application with the Commis- 
sion in Finance No. 14637, asking authority for the terminal 
company to issue and sell $47,000,000 principal amount of 30- 
year first mortgage bonds, to be dated October 1, the proceeds 
to be used to retire $49,121,000 principal amount of first 
mortgage bonds issued and outstanding under a mortgage of 
the terminal company dated January 3, 1910. The eleven pro- 
priety companies asked authority to assume liability for the 
Payment of interest on, and the principal amount of, the said 
bonds. The difference between the proposed bonds and the 
outstanding bonds will be supplied by the applicants, accord- 
Ing {9 the application. 

‘The application showed annual maturities beginning with 
October 1, 1948, of $550,000, increasing $16,000 in amount each 
year, until the final payment, October 1, 1974, shown as $27,- 
500,090. It said that the funded debt of the terminal company 
would be reduced from $49,121,000 to approximately $27,500,000 
of the proposed bonds by the date of maturity of those bonds. 
Gros; savings to the applicants by reason of the lower interest 
Tates payable, projected over the 30-year period, were estimated 
to be about $23,800,000, on the assumption that the interest 





rate under the existing mortgage was continued to October 1, 
1974, the exact figure depending on the rates of interest ap- 
plied to the several serial maturities in the accepted bid, and 
on the current market rates of interest after January 1, 1960. 
Of these estimated savings, the application said, approximately 
$2,556,125 would be offset by expenses of call and financing, 
and $19,500,000 would be offset by the amount necessary to 
meet the principal of the serial maturities. In addition, it said, 
there would be certain savings by reason of elimination of the 
tax-free covenant in the present first mortgage. 

The eleven railroads joined with the terminal company 
in the application were: 

The Santa Fe, the Burlington, the Chicago Great Western, 
the Milwaukee, the Rock Island, the Kansas City Southern, 
the Missouri-Kansas-Texas, the Missouri Pacific, the St. Louis- 
San Francisco, the Union Pacific, and the Wabash. 


Status of Seatrain, Foss Launch 


The Commission heard argument, July 21, in W-543, Sea- 
train Lines, Inc., Common Carrier Application, and W-587, 
Foss Launch & Tug Co., Applications, both cases involving the 
authority of the Commission to limit a water carrier to the 
handling of cargo in any particular manner or in other ways 
to restrict water carriers’ services other than by specifying the 
carriers’ rates and routes. 

In the Seatrain case, the primary question under considera- 
tion was whether or not the Commission exceeded its jurisdic- 
tion when, by division 4, it reopened that case for hearing on 
the status of Seatrain after having in June, 1942, issued a cer- 
tificate to the applicant authorizing it to operate as a common 
carrier of general commodities between New York, N. Y., 
Houston, and Texas City, Tex. The order reopened the pro- 
ceeding on the question of whether or not the certificate should 
be modified to authorize applicant to operate by “Seatrain” 
vessels in the transportation of liquid cargoes in bulk; of empty 
railroad cars, and of property loaded in freight cars received 
from and delivered to rail carriers and without transfer from 
the freight cars. Counsel for Seatrain opposed a reopening of 
the proceeding on the ground that the Commission had no 
authority to modify its original order and certificate (see Traf- ’ 
fic World, June 3, p. 1506). ~ 

The Foss Launch case was reopened for argument at the 
request of counsel for that company, whose certificate was 
modified by division 4 last December so as to exclude from its 
authority the right to transport commodities generally in 
freight-car ferry service between all points in Washington on 
Puget Sound (see Traffic World, Jan. 1, p. 9). 

At the outset of the argument, Clarke B. Collins, for the 
trustee of the Hoboken Manufacturers Railroad Company, the 
stock of which is owned by Seatrain, filed a petition for leave 
to intervene in the Seatrain case. The petition said that the 
railroad was required to file a plan of reorganization in its 
recently-instituted reorganization proceedings, but could not 
do so until a determination had been made as to whether or 
not Seatrain would continue to use the facilities of the railroad 
at Hoboken, N. J. It said that, though the railroad at present 
was operating at a profit, it would lose money in ordinary 
times if Seatrain used facilities at New York other than those 
of the Hoboken railroad, and that the Commission should re- 
strict Seatrain’s operations by “authorizing only the contin- 
uance of its former operations whereunder its sole terminal in 
New York Harbor for the loading and unloading of its vessels 
was located on the lines” of the railroad at Hoboken, N. J. 

Parker McCollester, counsel for Seatrain, objected to the 
petition, saying that he was unprepared to discuss that issue 
at the present time, and that the issue raised by the railroad’s 
trustee and counsel could not be settled until the Commission 
first settled the question of its jurisdiction to reopen the pro- 
ceedings with a view to modifying the scope of Seatrain’s opera- 
tions. The Commission refused for the present to permit the 
intervention, but authorized Mr. Collins to file a brief in sup- 
port of the petition. 


Seatrain Case 


Mr. McCollester said that Seatrain’s certificate had been 
issued in July, 1942; that there had been no objection by any 
part to the application prior to that time, and no requests for 
reopening had been filed prior to the effective date of the cer- 
tificate in August, 1942. More than a year later, he said, divi- 
sion 4 had reopened the proceedings, apparently on its own 
motion. He said that under part III of the act, the Commission 
had authority to revoke or modify a certificate only on a show- 
ing that there had been fraud or misrepresentation on the part 
of the applicant in obtaining a certificate. He said that the 
Commission had been fully acquainted, before the certificate 
was issued, with the applicant’s operations. He said in the 


application proceedings and in other cases involving divisions 
with railroads, Seatrain had admitted that its services were 
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principally those of a water carrier transporting commodities 
in freight cars. It had been clearly shown, however, he said, 
that the applicant’s primary motive in the development of the 
Seatrain type of ship and related handling facilities had been 
one of improving operating efficiency by eliminating stevedore 
and other terminal costs. He said it had been shown, also, that 
the applicant had handled various commodities not transferred 
to it by railroads and not transferred by it to railroads. He 
admitted that many such commodities, though handled by ap- 
plicant at “off-track” points in New York Harbor, were loaded 
by applicant into freight cars in its boats. 


In the absence of a showing that Seatrain had received its 
certificate by fraud or misrepresentation, said he, the Commis- 
sion had no jurisdiction to modify its original order in the mat- 
ter. He said that the certificate represented a contract between 
the government and Seatrain and that the contract was prop- 
erty, of the nature of a “franchise” belonging to Seatrain “for- 
ever and a day,” except that it might be revoked on a showing 
that operations had been abandoned. Discussing legel pre- 
cedents, he said that the Supreme Court had held last Decem- 
ber, in Crescent Express Lines, Inc., vs. United States, Com- 
mission, et al. (see Traffic World, Dec. 11, 1943, p. 1451), that 
the Commission had jurisdiction to modify a motor carrier’s 
operating rights so as to restrict its services. He said, however, 
that part II of the act contained a section authorizing the Com- 
mission to restrict services of a carrier and that part III of 
the act did not contain such a section. 


He said that the division 4 had apparently decided to 
modify the Seatrain certificate because it had changed its 
policy regarding car-ferrying services. He said that the division 
did not have authority to modify a certificate by specifying the 
type of equipment, as that would infringe on the functions 
of the Maritime Commission and on the managerial rights of 
the carriers in their efforts to promote operating efficiency. 
He said it was a matter of operating efficiency whether or not 
the applicant handled the freight in railroad cars or not. He 
said the statute did not empower the Commission to say 
whether or not one carrier could load in side doors, another 
through deck hatches, and the like. If the Commission should 
decide it had such power, he said, it must, to be consistent, 
modify all the certificates granted to other water carriers so 
as to specify the types of ships and the manner of loading 
freight on those ships, and the like, adding that such action 
would kill off the merchant marine of the country. 

Joseph F. Eshelman, of the Pennsylvania Railroad, repre- 
senting the railroad complainants in several cases involving 
Seatrain’s operations, said that the certificate should not go 
beyond the bounds that would enable Seatrain to continue what 
he called its unique service. He said the Commission had held 
Seatrain not to be a car ferry because its ships were far larger 
and its methods of operating greatly different. He addressed 
himself principally to the point that the Commission should, 
if it had the jurisdiction, restrict the services as suggested 
in its order. As to the question of jurisdiction, he said only 
that he was convinced the Commission had that jurisdiction. 
He also supported the argument of the Hoboken Manufac- 
turers Railroad to the effect that Seatrain’s rights at New 
York should be limited to the Hoboken, N. J., port. 


Foss Launch Case 


S. J. Wettrick, for Foss Launch & Tug Co., said that the 
present argument was his first opportunity to present in detail 
the position of his company on the question of the Commis- 
sion’s jurisdiction to modify a certificate. Generally he said 
that his company desired to transport general commodities in 
freight cars in order to achieve efficiency of operation. In its 
modification, he said, the Commission had excluded from the 
applicant’s authority the right to handle “commodities gener- 
ally except freight cars.” He said that that “doesn’t sound 
right,’”’ and that to be consistent the Commission should have 
used the expression “except commodities handled in freight 
cars,” because freight cars were not a commodity. He sup- 
ported Mr. McCollester’s argument that, under part III, the 
Commission had no authority to modify a water carrier’s cer- 
tificate except as to rates and routes. 

Commissioner Mahaffie asked if it was Mr. Wettrick’s posi- 
tion that “any one authorized to tow, can tow anything—not 
only a towboat?” Mr. Wettrick said that that probably was 
so. He also replied in the affirmative when Commissioner 
Mahaffie asked if it was his position that Foss Launch under 
its certificate to handle freight could also handle passengers. 
He said that freight car ferry service might be a separate 
and distinct service from other freight services as a matter of 
fact, but not, under part III, separate and distinct service as 
a matter of law. 

Fletcher Rockwood, for the Puget Sound Navigation Co., 
which operates as a car ferry at points on Puget Sound, said 
that: the Commission had issued its original certificate to Foss 
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Launch in error. He said that, though Foss Launch apparently 
had not, at the time it filed its “grandfather” application, ex. 
pected to enter car ferrying service, and had done so only 
in 1943, and therefore had not obtained its certificate by fraud 
and misrepresentation, the Commission should not have issued 
the original certificate. He said the certificate was in error 
because no evidence had been entered supporting the findings 
entitling the applicant to car ferrying service, the text of the 
applicant’s testimony had indicated applicant was opposed to 
entering car ferrying service, and that notice had not been 
served on Puget Sound Navigation Co. as required in part III, 
Following the line of argument suggested by Commissioner 
Mahaffie, he said that Mr. Wettrick was driven to the obvious 
conclusion that a common carrier by water “engaged, say, 
solely in passenger service on the grandfather date, can after- 
ward operate in any service.” He said that “Mr. Wettrick seems 
willing to have any restrictions as long as he gets car ferry 
rights.” He said that Foss Launch had pending an application 
to operate as a car ferry under a certificate based on public 
convenience and necessity, and that ‘“‘we don’t and indeed can’t 
object” to that the filing of that application. 


On rebuttal, Mr. McCollester emphasized that the evidence 
in the Seatrain case, in showing that Seatrain engaged “pri- 
marily” in transporting freight cars, indicated that the line 
had engaged in other transportation service. He said that at 
the present time, the applicant’s ships were being used by the 
United States government in other than car ferry service. 
Commissioner Porter said that ‘‘that hasn’t anything to do with 
this issue” and that “there is nothing in this record as to any 
facts you state.” Mr. McCollester said that the war would 
bring about many changes in water carrier service and that 
if the Commission established a policy of limiting a carrier 
to the service it performed on the “grandfather” date it would 
stifle such developments. Commissioner Porter said that Mr. 
McCollester overlooked the fact that water carriers had the 
right to change their methods of operating by obtaining cer- 
tificates based on public convenience and necessity. 


Seatrain Complaint Case 


Seatrain Lines, Inc., has filed a petition with the Com- 
mission in No. 25727, Seatrain Lines, Inc., vs. Akron, Canton 
& Youngstown Railway Co., et al., asking the Commission to 
reconsider its order of February 15 denying a prior petition 
for modification or clarification in certain respects of the 
Commission’s order of January 28, 1938. 

The only objection to the modification was made by the 
Pennsylvania, said Seatrain, for itself and for a few other rail- 
roads, that had been “consistently hostile to Seatrain.” The 
Seatrain petition continued: 


The Pennsylvania has persisted in a policy of endeavoring to de- 
stroy Seatrain and to that end of trying in every way to hamper its 
operations and development. It was the president of the Pennsylvania 
who caused the directors of the Association of American Railroads to 
adopt a resolution that the full powers of that association should be 
used ‘‘to oppose Seatrain in every way’’—action which the Department 
of Justice called upon the A. A. R. to rescind and which most of the 
railroads of the country have refused to follow. It is the Pennsylvania 
which is now using its influence with the railroad traffic association 
in an effort by further concerted action to delay or prevent a volun- 
tary adjustment of this matter and a revision of the tariffs which would 
make this resort to the Commission unnecessary. 


Later, Seatrain said the matter was especially urgent be- 
cause of the action of the government in condemning for war 
purposes certain lands under water belonging to the Erie 
Railroad over which there had been an easement for a right 
of way that was used and necessary for access to the pier 
where Seatrain’s vessels formerly berthed. The right of way 
was thereby extinguished and it was now questionable whether 
there was or legally could be any means of access for Sea- 
train’s vessels to this pier, it said, and continued: 


Under the circumstances it is necessary for Seatrain to consider 
other locations for its terminal or terminals in New York harbor, 
which may or may not be in the particular section of the harbor known 
as Hoboken. The Commission has found that the public interest re- 
quires the establishment and maintenance of through routes and joint 
through rates via the railroads and Seatrain’s line. It is, therefore, 
essential that its order afford assurance that there will be through 
routes and joint through rates in connection with Seatrain on the basis 
prescribed by the Commission, via whatever terminal or terminals 
Seatrain may use. Moreover such assurance must be afforded promptly 
since there is no knowing how soon the war may terminate and Sea- 
train’s vessels may be returned to it for the resumption of coastwise 
transportation. Tariffs are on file, shippers will at once demand serv- 
ice and its availability must be assured. 


Seatrain said the Pennsylvania was familiar with ‘he 
situation created by the government condemnation of the 
Erie property and that, in view of the long history of ‘he 
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opposition of the Pennsylvania “and its cohorts” to Seatrain, 
it was not unlikely inference that by opposing Seatrain’s 
petition herein the Pennsylvania “hoped, by continuing the 
restriction of the through routes and rates to Hoboken, 
thereby to tie Seatrain to a pier it cannot reach or use until, 
in some other proceeding or after long hearings, the Com- 
mission shall make another order with regard to joint through 
rates, hoping that meanwhile the war will end, Seatrain will 
be left with ships and no terminal, routes or rates.” 

Among other things, Seatrain had asked the Commission 
to substitute in its order the words “via the Ports of New 
York and New Orleans” for the words “via Hoboken, N. J., 
and Belle Chasse, La.” 


FOSS LAUNCH APPLICATIONS 


In W-587, Foss Launch & Tug Co. Applications, the appli- 
cant has asked leave to file an amended application, saying 
that the original application requested certificates authorizing 
Foss to perform freight-car ferry service only between certain 
specified points on Puget Sound, as to some of which temporary 
certificates authorizing such service had been granted. Since 
the application was filed, said Foss, a number of other situa- 
tions had developed requiring the transportation of commodi- 
ties in freight-car service and that it was impossible to antici- 
pate when and where the need for such service might arise. 
In view of the present war conditions and the need for efficient 
and expeditious service, Foss said it was particularly impor- 
tant that it be authorized immediately to perform freight-car 
ferry service whenever and wherever the necessity might arise, 
either because other carriers authorized to perform such service 
were incapable of meeting the requirements or because the 
exigencies of the situation required new and additional service 
between other points on Puget Sound. Its authority to trans- 
port commodities generally between all points on Puget Sound, 
and its authority to perform freight-car ferry service should 
be coextensive, because the service might be required at any 
time under conditions that made it impossible to obtain tem- 
porary authority to perform that service, said Foss. 

It asked, therefore, to amend its application to request 
authority to engage in the transportation of commodities gen- 
erally in freight car ferry service between all points on Puget 
Sound, the Straits of Georgia and Juan de Fuca, and intercon- 
necting and tributary waterways. 


SWITCHING AT ANACONDA PLANTS 


The Anaconda Copper Mining Co. and the Anaconda Wire 
& Cable Co., in a brief in Ex Parte No. 104, Practices of 
Carriers Affecting Operating Revenue and Expenses, Part II, 
Terminal Services—Anaconda Copper Mining Co., said that 
the Commission should find that the spotting service performed 
by the Great Northern at the plants of these brievants at 
Black Eagle, Mont., in connection with line-haul traffic for 
itself and as agent of the Milwaukee, was a service contem- 
plated by the line-haul rates of these carriers, that the service 
was performed without any interference by the industry, or 
any impediments or disabilities within the plant inclosure, and 
that the service was lawful under the provisions of the act. 

The two Anacnoda companies said that for over 50 years 
the Great Northern had performed the spotting service in- 
volved as a part of its duty under the line-haul rates and 
that, in the circumstances, there was no issue concerning al- 
lowances. It said a hearing on this matter had been held by 
Examiner Way at Butte, Mont., May 4 and 5, and that on 
April 4 to 7, inclusive, four employes of the Commission had 
investigated the switching services as performed by the Great 
Northern at Black Eagle. 

The Anaconda companies said that the rates on the traffic 
received at or shipped from their plants at Black Eagle in 
the last 50 years had been made in contemplation of the 
Switching service incident to the spotting of cars within those 
plants. for loading and unloading, and that the cost of per- 
forming these services had been a factor in determining the 
level of the line-haul rates. 


Y. & M. V. SWITCHING SERVICE 

Switching services performed by this respondent for the 
Maryland Tank Farm, a division of the Standard Oil Co. located 
just north of the switching limits of North Baton Rouge, La., 
were now included within the line-haul rates and had been 
so included ever since the connection to serve the tank farm 
was made 25 years ago, and the Commission should find that 
the respondent’s line-haul rates should continue to include 
those switching services, said the Yazoo & Mississippi Valley 
Railroad Co. in a brief in Ex Parte No. 104, Practices of Car- 
riers Affecting Operating Revenues and Expenses, Part II, 
Terminal Services—Maryland Tank Farm. 

“The track layout is unusually simple, consisting of only 
two tracks with an oil rack between them,” said the Y. & M. V. 
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in its brief. “Each track holds 32 cars and there is adequate 
space on the lead and passing tracks to accommodate all the 
traffic. The terminal services themselves are exceedingly sim- 
ple, involving only a straight shove or pull of as many as 32 
cars in a cut. The cost to respondent of performing the switch- 
ing services is only $0.64 per car, whereas the average revenue 
per car derived from the business is $264.24. This cost is far 
less than the cost of switching any other industry or any team 
track at Baton Rouge.” 


GSCHWEND FORWARDER RIGHTS 


Adolph Gschwend, doing business as Interstate Express 
Service, of San Francisco, Calif., asks authority in FF-106, 
Application of Adolph Gschwend, dba as Interstate Express 
Service, to transfer the rights in that docket to Interstate Ex- 
press Service, a California corporation. The application said 
the corporation had been created July 10, and that it was not 
a freight forwarder, and did not control, nor was it controlled 
by, or under common control or otherwise affiliated with a 
freight forwarder. It said that Warren Ballinger, doing busi- 
ness as Warren Ballinger Drayage Co., holding a certificate in 
MC 63335, authorizing common carriage of general commod- 
ities, with exceptions, between San Francisco and South San 
Francisco, would control the new corporation by ownership of 
stock when it was issued. The application pointed out that the 
freight forwarder rights of Adolph Gschwend had not as yet 
been determined by the Commission, and that it sought to 
transfer whatever rights might be established. 


MOTOR CARRIER AND BROKER RECORDS 


A notice from Secretary Bartel, of the Commission, to all 
motor carriers and brokers subject to part II of the interstate 
commerce act calls attention to the penalties provided in section 
222(5) of the act for failure to comply with the prescribed regu- 
lations for the preservation of records of motor carriers and 
brokers, under the Commission’s order of April 18, 1942, and 
July 1, 1942. The secretary said it had come to the attention 
of the Commission in numerous instances that carriers were not 
complying with those orders. It said that where public accoun- 
tants retained possession of working papers supporting journal 
entries covering adjustments in accounts, accrual of deprecia- 
tion, and other items and analyses and schedules as part of their 
audit procedure, it was required that copies of such papers nec- 
essary to completion of the carriers’ accounting records be re- 
tained permanently in the offices of motor carriers. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commia- 
sion eoncerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder. appear below.) 


Southern Georgia district, at Savannah. Royal Manufac- 
turing Co., of Allentown, Pa., and Nathan Halperin, general 
manager, also of Allentown, were fined sums aggregating $750, 
July 18, following their separate pleas of nolo contendere to 
an information charging them jointly with violations of part II 
of the act. Each defendant was fined $375, all of which the 
court required the defendants to pay in full. Royal Manufac- 
turing Co., a manufacturer and shipper of cotton sport shirts 
and cotton underwear, some of which it ships by motor com- 
mon carriers having tariffs on file with the Commission, naming 
higher rates for the transportation of cotton sport shirts in 
interstate commerce than for the transportation of cotton under- 
wear, and is general manager, were charged with having pre- 
pared and presented to one of such motor carriers false and 
fictitious shipping orders and bills of lading wherein said 
company’s shipments of cotton sport shirts were described as 
cotton underwear, thereby permitting the consignees of said 
shipper to obtain transportation of such shipments for less 
than the carrier’s lawful rates. 

Southern Mississippi district, Jackson division, at Jackson. 
United Van Lines, Inc., of St. Louis, Mo., was fined $300, July 13, 
following trial and conviction by the court without a jury 
on an information charging it with aiding and abetting Missis- 
sippi Moving & Storage Co., of Jackson, in the transportation 
of household goods without having rates and insurance on 
file with the Commission. The court ordered the defendant to 
pay the full amount of said fine. Mississippi Moving & Storage 
Co., which was charged with engaging in such operations with- 
out authority and without rates and insurance on file, and 
Leo R. McGehee, its president, who was charged with aiding 
and abetting said violations, had previously entered their 
separate pleas of nolo contendere and been fined. At the trial, 
United Van Lines, following its plea of not guilty, contended 
that all interstate operations alleged to have been performed 
by the Mississippi company were in fact performed by United 
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under oral “spot” leases or trip leases to it of motor vehicles 
owned by the Mississippi company or by McGehee; that the 
Mississippi company was acting as United’s agent in connection 
with said operations; and that such operations were lawful 
in as much as the government conceded that United was author- 
ized to perform them and had applicable rates and insurance 
on file with the Commission. The government, on the other 
hand, contended that said vehicles were not leased and that 
possession and control of them did not pass to United; that 
the transportation in question was actually performed by the 
Mississippi company as the carrier; and that United had aided 
and abetted the Mississippi company’s violations by permitting 
the latter to use United’s order for service forms and bill of 
lading forms, and by charging the Mississippi company 10 
per cent of the revenue collected by it, in effect for the use 
of United’s operating rights and privileges. The court sus- 
tained the government’s position in this respect, after hearing 
the evidence and considering the briefs submitted by the parties. 

District of New Jersey, at Camden. Kriby’s Express, Inc., 
of Wildwood, N. J., was fined $2,400, July 14, following its plea 
of guilty to an information charging it with failing to remit 
C. O. D. collections to shippers within the time specified in its 
applicable tariff; with failing to require its drivers to keep 
drivers’ logs; and with failing to show on its freight and expense 
bills the weights of the shipments and the description of the 
commodities transported. The defendant was required to pay 
$300 of the fine, and payment of the remainder was suspended 
for a probationary period of 18 months. 

District of New Jersey, at Camden. Albert W. Casperaites, 
of Atlantic City, N. J., dba Casper’s South Jersey Express, was 
fined $300, July 14, following his plea of guilty to an information 
charging him with operating as a common carrier of property 
for compensation without a certificate authorizing the particular 
operations that were performed; with failing to show on his 
freight and expense bills the description of the commodities 
transported; and with failing to have in his files a doctor’s cer- 
tificates attesting to the physical fitness of a new driver. The 
fine was required to be paid in full. 

Western Louisiana district, Alexandria division, at Alex- 
andria. Charles O. Harris and Cleve J. Scallan, partners, do- 
ing business as Sunshine Transfer Co., of Alexandria, were 
fined sums aggregating $600, July 18, on their conviction after 
a trial by a jury on an information charging them with engag- 
ing in operations as a common carrier of household goods, 
office furniture and fittings for compensation without a certif- 
icate having been issued authorizing such operations; with 
transporting such property without having on file with the 
Commission and in effect a tariff naming rates applicable 
thereto; and with failing to require their drivers to keep driv- 
ers’ logs. The fines were imposed on the first three counts of 
the information, $300 of which each defendant was required to 
pay in full. Imposition of sentence on the remaining counts 
was suspended for a period of one year and each defendant 
placed on probation. 


Seaboard Truck Rights 


The federal court for the eastern district of Virginia, by a 
two to one decision, has denied a petition of the American 
Trucking Associations, Inc., et al., in No. 285, to set aside the 
orders of the Commission in MC 86687 and MC 86687, Subs. 1 
to 10, 15, 18, and 19, all involving authority sought by the Sea- 
board Air Line Railway Co. to conduct operations by motor 
vehicle, limited to service auxiliary to or supplemental of the 
company’s rail service. The suit was instituted by A. T. A., 
Southern Motor Carriers’ Rate Conference, five trucking lines, 
and a water carrier (see Traffic World, Oct. 30, 1943, p. 1061). 

The court also refused to grant certain supplemental re- 
lief, including the remanding of the matters complained of to 
the Commission for further proceedings. The majority opinion 
was written by Judge Dobie and concurred in by Judge Bredal, 
and Judge Paul dissented. 

In his opinion, Judge Dobie said that hearings on the appli- 
cant’s 14 certificate applications were held by joint boards and 
that in each application the Commission, in granting authority 
to operate, restricted the motor service to transportation of 
freight that moved in part by the company’s rail facilities. He 
said that Seaboard, contending the restriction would seriously 
impair the value of the certificates, requested a rehearing, and 
that the Commission granted the request for rehearing and 
reopened the case only for oral argument on the restriction 
feature. Then, he said, the Commission eliminated the com- 
pulsory rail-haul condition from the certificates and substituted 
therefor a so-called “key-station-plan” restricting Seaboard’s 
motor service in connection with designated key points. He 
said that Seaboard later obtained another rehearing concerning, 
and some modification of, the key points, that the A. T. A. first 
appeared at that time as did the anti-trust division of the De- 
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partment of Justice, the latter contending that Seaboard’s mo- 
tor operations would bring about a monopoly and stranguila- 
tion of the independent motor trucking industry. 

The opinion then dealt with ten issues it said were invoived 
in the case. It said that the plaintiffs attacked the assignment 
of the applications to joint boards, each board composed of one 
member from each state in which a motor service was sou:ht. 
It said that “that procedure satisfied the motor carrier act”: 
that in the absence of fraud, the Commission, in determi: ing 
the constitution and membership of joint boards, had consis- 
tently followed the scope of the proposed operations; that the 
courts should give due weight to long-continued administra ive 
practice, and that “even when minor defects in the composition 
of joint boards do appear, the courts have been (and should 
be) slow to set aside an order of the Commission on this 
ground.” It said that Commission denial of applicants’ motions 
made early in the proceedings to have the Commission con- 
solidate the applications for reference to “‘properly constituted” 
joint boards, had been lawful, because such motions to consoli- 
date were addressed to the sound discretion of the Commission 
and no showing had been made of abuse of that discretion, 

As to plaintiffs’ complaint that the joint boards had refused 
to receive and consider certain evidence offered by the pro- 
testants, the opinion says the proffered evidence covered a 
wide field and was probabaly not germane to the matters in- 
volved in the separate applications. The opinion adds that 
some such evidence did “filter into the hearings’ and that the 
Commission had before it the reports of all the joint boards. 

The opinion then dealt with contentions that the Commis- 
sion had substituted railroad economy and convenience for pub- 
lic necessity; that the Commission unduly favored Seaboard by 
characterizing the “hybrid” combination of rail and motor 
service aS new and unique, and that the Commission utterly 
disregarded the fact that the territories in question were ade- 
quately served by existing motor carriers. The opinion said 
that the Commission merely considered the railroad economy 
as one factor involved. It said that “the second point is not to 
be answered as a question of juristic semantics,’ whether the 
service was in every respect a “new” service. It said that “all 
we need hold on this point” was that the Commission could 
consider the proposed service as rather widely different from 
an application by a railroad for authority to begin motor serv- 
ice in a territory and field separate from its rail operations. 
It said the Commission contrasted existing motor carrier serv- 
ice with Seaboard’s proposed coordinated motor-rail service. 

On the question of monopoly, the opinion said the record 
amply supported Commission findings that monopoly would not 
result and that there would probably not be any great diver- 
sion of traffic from existing motor carriers. It added that “it 
seems clear that the enforcement of the federal anti-trust laws 
is not a primary function of the Commission nor can any de- 
cision of the Commission preclude an action in the federal 
courts for the enforcement of these laws.” As to the issue 
raised by Seaboard, that plaintiffs had unduly delayed in bring- 
ing the matter to the court, the opinion said the court preferred 
to base its decision on the broader issues and would not pass 
on the validity of that defense. Discussing briefly plaintiffs’ 
allegation that Seaboard had been guilty of fraud, the opinion 
said ‘we content ourselves” by observing that ‘‘we find nothing 
whatever in this record to warrant or to substantiate that alle- 
gation.” 

Discussing ‘‘the position of the United States in this case,” 
the railroad said the opinion, had contended that the United 
States should not be heard in the anomalous role of admitting 
the allegations in the complaint and in confessing error. Con- 
tinuing, it said: 

We hold that the United States cannot confess error so as to 
make it binding upon us to grant the relief desired by plaintiffs. In 
McLean Trucking Co. vs. United States, 321 U. S. 67, 69, error was 
confessed by the United States, yet the Supreme Court affirmed the 
decree of the three-judge district court, refusing to set aside orders 
of the Commission. On the other hand, we were glad to consider the 
brief and oral argument of counsel for the United States, specially 
representing the anti-trust division of the Department of Justice. The 


contentions advanced by these counsel we find to be lacking in sub- 
stantial merit. 


On the point of plaintiffs’ contention that the railroad vio- 
lated the act by failing to file separate tariffs, and to keep sep- 
arate accounts, for its motor traffic, the opinion said that such 
matters were primarily entrusted to the sound discretion of 
the Commission and that the court should not attempt to ad- 
judge the matter. 

The opinion said that “the printed brief of counsel for 
plaintiffs abounds in slurring remarks and exceedingly uncom- 
plimentary references to the Commission,” and quoted several 
remarks, including “Truly the Commission’s generosity to the 
railroads knows no bounds” and the like. The opinion said the 
court found nothing in the record that would justify such un- 
restrained language “about an administrative body of rather 
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unusual age and somewhat exceptional distinction.” It said, 
finally, referring to the “presumptive validity of the Commis- 
sion’s orders,” that a long line of cases upheld such “validity 
attached to the determination of an administrative tribunal 
when the determination is subjected to review by the courts.” 


Judge Paul’s Dissent 


Judge Paul, in his dissent, said he was unable to agree 
with the majority of the court and believed that the plaintiffs’ 
position was well-founded in the following respects: 


1. That by refusal of the Commission to hear and consider evi- 
dence which the plaintiffs offered and which was pertinent to the ques— 
tions before the Commission, a full and fair hearing was denied and 
to that extent the action of the Commission was unreasonable and 
arbitrary. 

2. That the action of the Commission was based upon a mistake 
as to, or a failure to apply, the proper statutory standards in its de- 
termination of ‘‘public necessity and convenience.’’ 


Reviewing the record, he said that on reports of the sev- 
eral joint boards, the Commission granted the applications sub- 
ject to “condition 3” that shipments transported by the appli- 
cant’s truck operators should be limited to those moving on a 
through bill of lading covering a prior or subsequent movement 
by rail, and that later the case was reopened solely with re- 
spect to modification of condition 3. He said that “the fact is 
that when the various applications were filed, practically simul- 
taneously, it was evident to the Commission that the plan con- 
templated various motor routes which operating together would 
cover a continuous route paralleling a large part of the rail- 
road.” He said that removal of condition 3 resulted in opening 
the motor service “to traffic having no prior or subsequent rail 
haul,” adding that “the result, so it seems to me, was to estab- 
lish a service in direct competition with existing truck routes.” 
The Commission, he continued, proceeded on the theory that 
each abbreviated route applied for stood alone and refused to 
consider evidence showing the relationship between them. In 
so doing, the Commission “acted solely upon a theory and ig- 
nored the actual facts before it,” he said. He added that the 
Department of Justice was similarly denied an opportunity to 
present evidence on the point of restrained competition. The 
Commission, he said, was required to find that granting of the 
application would be to the public advantage and would not 
unduly restrain competition. “The statement in the majority 
opinion that the excluded evidence, even if admitted, would 
probably not have influenced the decision of the Commission, 
does not satisfy the situation,” he said. ae 

On the question of applying proper criteria in determining 
public convenience and necessity, he said it appeared that the 
Commission’s consideration of the applications was from the 
standpoint only of whether the Seaboard would thereby be 
able to handle its freight traffic in a manner more economical 
and convenient to it. He said the test was not whether the 
railroad could carry on its existing business more economically 
by the changed method of operation, but whether there was 
public need for the new service. : 

He said that the two errors of which he spoke were not in 
the Commission’s findings of fact, “which we might properly 
refrain from reviewing,” but in the “application of the law, 
which, as I see it, requires that the prayer of the complaint be 
granted.” 


T. P. & W. Suit Dismissed 


Judge J. Leroy Adair of the federal district court at Peoria, 
Ill., July 24 denied a petition of the Toledo, Peoria and West- 
ern Railroad for an injunction enjoining the federal manage- 
ment of the railroad from continuing in possession and control 
of the properties and from proceeding with certain track con- 
struction work on part of the railroad in Macomb County, Il. 
Judge Adair ruled that the work contemplated would consist 
of justifiable repairs rather than in capital improvements. The 
suit was originally filed in June in the McDonough county, II1., 
circuit court, but was removed to the federal court at the 
request of the defendants, George Voelkner and Holly Stover, 
who operate the property for the government (see Traffic 
World, July 22, p. 209). 

The court held that, so long as the power of the manage- 
ment to run the railroad had not been exceeded by defend- 
ants, the question of whether or not there had been an un- 
jusiified expenditure of money could be determined only by 
an amicable settlement between owner and managers or by 
court action after the war. He held that there was no irre- 
parable injury to ownership. He said that the federal managers 
were responsible for operations over the property, that they 
believed that 70-pound rail on part of the line in Macomb 
County should be replaced by 100-pound rail, and that he 
believed it probable that 100-pound rail would be safer than 
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70-pound rail. He added that the federal management was 
better able than the court to say whether or not the heavier 
rail was necessary to safe operations. 

On the question of rebuilding the railroad’s communica- 
tions system, using copper wire previously bought by the owner, 
the court held that the corporation probably did not buy the 
wire originally, as it contended, with the intention of waiting 
for a possible radio communications system, adding that such 
a contention was ‘‘a mythical sort of thing that this court can- 
not pass upon.” 

The court also refused to order the federal management 
to keep its books in any certain way “so long as they are 
not conflicting with the interstate commerce law.” 

George P. McNear, Jr., president of the railroad, said he 
would appeal from Judge Adair’s ruling. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
a Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIER 


(Supreme Court of Alabama.) Where state Motor Car- 
rier Act, in recognition of rights of motor carriers then engaged 
in business bona fide by virtue of franchise granted under prior 
existing law, gave such carriers a priority in right to qualify 
under new law to continue in like operations, the priority was 
a valuable right or a qualified property right, and an actual 
controversy between carrier and Public Service Commissicn 
touching right to priority was a “substantial :ontroversy” for 
purpose of determining whether controversy could be deter- 
mined in declaratory judgment suit. Code 1940, Tit. 7, Sec. 167; 
Tit. 48, Sec. 301(8). 

_ The construction of statute governing appeal from deci- 
sions of Public Service Commission on application of motor 
carrier for certificate of public convenience and necessity is a 
function of court in declaratory judgment suit where the legal 
rights of parties turn on proper construction of statute. Code 
1940, Tit. 7, Sec. 157; Tit. 48, Sec. 82. 


An appeal from decision of Public Service Commission on 
an application for a certificate of public convenience and neces- 
sity under state Motor Carrier Act brings the entire record of 
proceedings of commission before judicial tribunal of general 
jurisdiction for review on question of law. Code 1940, Tit. 48, 
Secs. 82, 301(27). 

The judgment on an appeal from decision of Public Serv- 
ice Commission on application for certificate of public con- 
venience and necessity under state Motor Carrier Act is super- 
visory in character. Code 1940, Tit. 48, Secs. 82, 301(27). 

A declaratory judgment action cannot serve the purpose 
of an appeal to reverse or modify a former judgment for such 
errors as are reviewable only on appeal. Code 1940, Tit. 7, 
Sec. 167. 

In passing on questions of res judicata, court must con- 
sider questions of jurisdiction of court rendering former judg- 
ment, including presence of same parties, issues presenting 
same subject matter, the res, and whether the character of the 
judgment rendered was of a class within the scope of the 
powers of the court. 

Want of jurisdiction or court rendering judgment may be 
raised on collateral attack. 

Where a case is otherwise within jurisdiction of court for 
a declaratory judgment, the court, in declaratory judgment 
action, can consider validity and legal effect of a former judg- 
ment or decree upon the issues presented in the pending case. 
Code 1940, Tit. 7, Secs. 157, 167. 

The Public Service Commission, in exercise of its super- 
visory or executive powers over public utilities, has quasi- 
legislative powers, such as rate making and granting of fran- 
chises, and quasi-judicial powers which are incidental to and in 
aid of the proper exercise of the regulatory powers. 

Complaint of motor carrier against Public Service Commis- 
sion involving controversy regarding validity and legal effect 
of decretal order of circuit court on appeal from decision of the 
commission on carrier’s application for certificate of public 
convenience and necessity presented a ‘“‘justiciable issue” call- 
ing for a declaration under declaratory judgment statute. Code 
1940, Tit. 7, Secs. 157, 167; Tit. 48, Secs. 82, 301(8), 301(27). 

Complaint of motor carrier against Public Service Commis- 
sion involving controversy regarding validity and legal effect 
of decretal order of circuit court on appeal from decision of 
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Axis DREAMS of world- bases. The Chain of Tidewater Terminals 





temuinais js} dominion have long since faded. and Inland Warehouses is playing no 

Titi, Susnouse’4? International gangsters again are small part in the circulation of this life- 
ie finding that the United States of blood of Victory. 

America cannot be bluffed or browbeaten War has monopolized the lion’s share of 

... that an extra ace, extracted from the cuff our facilities...9,544,800 square feet of com- 

of the pants or the sleeve of the kimono, bined floor-space, and 5 miles of piers and 

will not work either. The pants, and the wharves, in their strategically located chain 

kimono, themselves, are as good as gone. of coastal and inland warehouses. Before 

United Nations forces, resolute long, a// our facilities and personnel, 


and armed to the teeth by the arsenal 


honorably discharged from the ser- 
i of America, are closing-in for the kill. 
& 


vice of the nation, again will be de- 
voted to peace-time commerce. Con- 
sult your nearest branch office, for 
such facilities as may be available now. 


Weapons, food, matériel, without 
which stout hearts are of little avail, 
Sie. are fed unceasingly into global 








FIELD WAREHOUSING IS THE MODERN WAY 


Manufacturers, distributors, and proc- tions on your own premises. We shall 
essors find in ita ready sourceof bank- be glad to explain in detail the simple, 
collateral, while retaining easy access’ efficient way in which Tidewater meth- 
to their raw materials and finished mer- od of field-warehousing converts your 
chandise. Substantial savings of time inventories, impounded on your own 
and money will result from the estab- premises, into a convenient basis for 
lishment of bona-fide warehousing opera- _bank-credit. 


TIDEWATER FIELD WAREHOUSES, INC. 


17 STATE STREET, NEW YORK 4, N. Y. — JOHN J. McMACKIN, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 











THE CHAIN OF TIDEWATER TERMINALS 
AND INLAND WAREHOUSES 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 
NEW YORK, Zone 4, 17 State Street CHICAGO, Zone 5, 1610 Transportation Bldg. SEATTLE, Zone 4, Spokane Street Wharf 





MERCHANTS WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS, INC. 
10 Chestnut St., Philadelphia 6 (operated by Lincoln Tidewater Terminals) Norfolk 10, Virginia 
George M. Richardson, Vice-President Bayway (Elizabeth) 2, New Jersey James A. Moore, Vice-President 


R. S. McElroy, V.-P. & Gen. Mgr. 


and General Manager 













* LINCOLN TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
17 State Street, New York 4, N. Y. 515-541 Seneca St., Buffalo 4, N. Y. 
Arthur Link, Vice-President W. J. Bishop, Vice-President 


NEWARK TIDEWATER TERMINAL, INC MERCHANTS WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, INC. 

Port Street, Newark 5, New Jersey (Managed by Boston Tidewater Terminal, Inc.) 131 Beverly St., Boston 14, Massachusetts 
J. A. Lehman, Vice-President 453 Commercial St., Boston 13, Massachusetts T. W. Haskell, Vice-President 

and General Manager T. W. Haskell, Manager and General Manager 
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the commission on carrier’s application for certificate of public 
convenience and necessity was not demurrable on ground that 
carrier could set up the order in pending proceedings before 
commission and have its validity passed on by the commission 
and commission’s orders reviewed on appeal. Code 1940, Tit. 7, 
Secs. 157, 167; Tit. 48, Secs. 82, 301(8), 301 (27). 

In action by motor carrier against public service commis- 
sion for declaratory judgment regarding validity and effect of 
decree on appeal from decision of commission on carrier’s ap- 
plication for certificate of public convenience and necessity, 
matters in estoppel, if any, should be set up by answer. Code 
1940, Tit. 7, Secs. 157, 167; Tit. 48, Secs. 82, 301(8), 301(27). 
(Avery Freight Lines vs. White, 18 Sou. Rep. 2d 394.) 


(Supreme Court of Utah.) The Supreme Court is limited 
in its review of a decision of Public Service Commission in 
regard to issuance of a certificate of convenience and necessity 
to common motor carrier to ascertaining whether commission 
had proceeded according to law and whether it had sufficient 
substantial evidence before it upon which to base its findings. 
Utah Code 1943, 76-6-16.* 

Order of Public Service Commission granting amendment 
to a certificate of convenience and necessity of common motor 
carrier permitting carrier to serve certain additional territory 
was supported by substantial evidence. Utah Code 1943, 76-6-16. 

Whether existing motor carrier should have been given a 
further opportunity to furnish required services before allowing 
a competing motor carrier to enter the field was a matter of 
policy which was within province of Public Service Commis- 
sion, especially where there was no evidence that additional 
competition would so impair revenues of existing carriers as 
= — its ability to serve the public. Utah Code 1943, 

-6-16. 

It is the public good and convenience which is the yardstick 
to be used in determining advisability of granting or denying 
a certificate of necessity and convenience to a common motor 
carrier. Utah Code 1943, 76-6-16. (Salt Lake & Utah R. Corp. 
vs. Public Service Commission, 149 Pac. Rep. 2d 647.) 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National ‘— 4 System, 


published by West Publishing Company, St. Paul, inn. 
Copyright, 1944, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeal of Louisiana. Second Circuit.) Plaintiff, 
seeking recovery for damage to shipment of perishable goods, 
must prove that they were delivered to carrier in sound condi- 
tion, and that they were delivered to consignee in bad condi- 
tion. 

A consignee could not recover damages for delivery of 
citrus fruit in spoiled condition allegedly caused by carrier’s 
delay, where consignee offered no proof that fruit was in good 
condition at time it was delivered to the carrier. (Arwady vs. 
Texas & N. O. R. Co., 18 So. Rep. 2d 339.) 


SERVICE ORDER VIOLATION CASES 


The United States government has filed three civil suits 
in the federal district court at Chicago, one each against the 
Chicago, Burlington and Quincy Railroad, the Santa Fe Rail- 
way, and the trustees of the Milwaukee Road, alleging that the 
defendant railroads had each, on five occasions, violated the 
Commission’s service order No. 178, and asking that fines 
totaling $2,500 in each of the three cases be assessed, as pro- 
vided for in section 1(17) of the interstate commerce act. 

The government said that service order No. 178, effec- 
tive January 13, had been issued January 11 to meet an 
emergency caused by a shortage of refrigerator cars. It said 
the order required the railroads not to supply refrigerator cars 
for the loading or hauling of empty beer containers. It said 
that, at the same time, Homer King, director of the Com- 
mission’s bureau of service, issued general permit No. 1 under 
the order, allowing the railroads to haul empty beer containers 
in any refrigerator or other car excepting “RS Type” refrig- 
erator cars. In docket 44C 845, the government alleges that 
the Burlington did haul empty beer containers in RS type 
refrigerator cars on five occasions from origin points in Illinois, 
Iowa, and Missouri; in 44C 846, that the Santa Fe furnished 
RS type cars for hauling of empty beer containers on five 
occasions at two Iowa points, and in 44C 847, that the Mil- 


waukee Road on five occasions did the same at two Iowa 
points. 
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Section 1(17) of the act provides that fines of from $109 





to $500 shall be levied against railroads for each violation of . 
a Commission service order. 

r 

N. C. INTRASTATE FARES rs 

The federal court for the eastern North Carolina dis‘rict J sa 
Raleigh division, has upheld the order of the Commisison in No § 25 
29036, North Carolina Intrastate Coach Fares, requiring raj]. § in 
roads operating in that state to increase the basic intrastate § co 
coach fare of 1.65 cents a mile to the interstate level of 2.2 q § in’ 
mile (see Traffic World, April 1, p. 897). The Commission’s de. 
cision applied also to intrastate passenger fares in Alabama, § th 
Kentucky, and Tennessee. ro 

The three-judge statutory court said the findings and order § dz 
of the Commission were based on substantial evidence, did not & St 
involve any error of law and were not arbitrary or unreason. 
able. It said the Commission had properly required that rail- co 
roads serving the state of North Carolina establish and maintain § }, 
intrastate coach fares for passengers on bases no lower than P 
the present interstate fares. It denied the injunction asked by se 
North Carolina interests, and dismissed the suit. Eh te 

The case was docketed in the district court as No. 189 Civil, ff |}, 
State of North Carolina, North Carolina Utilities Commission, § 4 
Charlotte Shippers & Manufacturers Association, Inc., North 
Carolina Division of the Travelers Protective Association of I 
America and B. F. Russell, and Fred M. Vinson, Economic Sta. ; 
bilization Director, by Chester Bowles, Price Administrator, vs, 7 
United States of America and Interstate Commerce Commisison, a 

tk 
ca e 
Grain Car Leading Rules y 

In Circular CSD 288, revised to August 1, and effective that § in 
date, (for the states of Wisconsin, Minnesota, North Dakota, § st 
South Dakota and Montana), Chairman Kendall, of the A. A. R. & re 
car service division, has set forth the following rules that will § S$ 
govern uniformly the distribution between shippers of cars § ¢ 
available for grain loading at all stations in periods of car § t 
shortage: 

1. Each shipper of grain will advise the carrier’s agent each Satur- \. 
day of the total quantity of grain on hand tendered for rail shipment. d 
The ratio of the quantity so reported by each shipper to the total f 
quantity reported by all shippers shall be the percentage basis for the g 
distribution of available cars at that station during the ensuing week n 
for grain loading. ti 

2. Each shipper of grain shall make written order on the carrier's 
agent for cars wanted for grain loading, showing the following infor- 
mation: A. Date of order. B. Number of cars wanted. If for sacked h 
grain order should so state. C. Destinations. D. Date wanted to load. b 
E. Quantity of each kind of grain on hand and conveniently located for S 
prompt loading tendered for rail shipment. F. Name of shipper. t 


3. Orders from shippers served by more than one railroad shall 
be placed jointly when cars are required from more than one road. 
Copies of all orders, whether single or joint, shall be sent as informa- 
tion to each of the other roads serving the industry. Such combined 
orders must not exceed the total grain conveniently located for prompt 
loading tendered for shipment. Cars will not be furnished in excess 
of a shipper’s ability to load and ship promptly. 

Note: The term ‘‘prompt loading,’’ as used in these rules, is in- 
tended to mean that a car placed for loading not later than 12:00 Noon 
must be loaded and billing instructions tendered on or before 10:0 
A. M. the following business day, failing which, such car will be 
charged against the shipper’s allotment as an additional empty for 
each succeeding day held for loading, or for billing instructions. 

4. When a shipper’s pro rata share of the available car supply is 
a fraction of a car, the fraction will be carried to his credit, and he 
will be entitled to car supply on the basis of the aggregate of such 
fractional credits. 

5. In case one or more elevators at a station are blocked, the avail- 
able cars shall be distributed as follows: the first car to first elevator 
blocked and thereafter during such time as elevators remain blocked 
ears shall be distributed consecutively to blocked elevators in the order 
in which they become blocked until the blocked condition in all ele- 
vators is relieved. 

Note: The term ‘‘blocked elevator’’ as used in these rules, shall 
be held to mean an elevator containing grain to at least 75 per cent of 
its rated capacity and that the railroad agent has been notified to this 
effect in writing and other shippers have been given an opportunity for 
verification. The term ‘‘rated capacity’’ shall be held to mean the 
capacity filed with state authorities as basis for license. 


Wheat Movement 


The railroads were now “over the hump” in the movement 
of the current winter wheat harvest in the southwest, and 
had already begun to send empty box cars into the northwest 
in preparation for handling the anticipated huge spring grain 
crops, Warren C. Kendall, chairman of the car service division 
of the Association of American Railroads, said July 24. 

In spite of serious handicaps, said he, ‘“‘the railroads have 
met the demands of southwestern grain shippers, and have pro- 
vided all the transportation that the larger grain markets could 
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absorb.” He expressed confidence that the railroads would be 
able to do the same in the northwestern area. 

“The job of moving the unusually large winter wheat 
crop this year was aggravated by the fact that railroad freight 
traffic was at an all-time peak for this season,” Mr. Kendall 
said. “In ordinary times, it is possible to accumulate between 
95,000 and 30,000 empty cars in the grain-loading territory 
in advance of the harvest. This year only about 14,000 cars 
could be assembled in advance, but thousands more were poured 
into the Southwest as soon as the loading began. 


“Since the middle of May, under a program scheduled by 
the car service division of the Association of American Rail- 
roads, well over 1,000 empty box cars have been delivered 
daily to the Western railroads through Chicago, Peoria and 
St. Louis.” 


Grain loading by the principal southwestern railroads, he 
continued, had totaled from 3,500 to 5,000 cars a day since the 
heavy loading started, with well over 100,000 cars loaded to 
date. The number loaded had been limited throughout the 
season by the ability of the principal terminal grain markets 
to receive and unload cars. This had not been because of a 
lack of storage capacity, he explained, but rather because of 
a serious shortage of labor at the elevators. 


Consequently, he continued, permit agents appointed by 
the Commission had frequently found it necessary to shut off 
the movement of grain to their markets, and the railroads had 
had to supplement these restrictions with embargoes of their 
own against individual receivers who were getting more cars 
than could be unloaded promptly. 


“The net result,” he said, “has been that while country 
elevators have not obtained all the cars they have ordered, and 
in some cases grain has been piled on the ground at railroad 
stations awaiting transportation, the larger grain markets have 
received all the cars they could unload and handle promptly. 
Such delay as has occurred in the movement of grain from the 
country has been due almost entirely to conditions over which 
the railroads have had no control.” 

Mr. Kendall said that the storage of grain on the ground 
was a customary practice in heavy wheat producing areas, and 
did not represent any serious loss in quantity or condition. By 
far the largest proportion of such grain as might be in ground 
storage in the southwest was still held on the farms and was 
not in any sense a problem of immediate railroad transporta- 
tion, he added. 

With demands in the winter wheat territory decreasing, 
he stated, the movement of empty cars which heretofore had 
been directed to the southwest was now routed to the railroads 


serving the spring wheat territory of Minnesota, Montana and 
the Dakotas. 


According to the latest estimates, he said, wheat produc- 
tion in 1944 would set an all-time record of 1,127,822,000 
bushels, or 100,000,000 bushels above the previous peak year 
of 1915. 




































































































































































































































Travel Curtailment 


Cancellations of conventions by 23 additional groups brought 
to more than 100 the number of organizations reporting such 
action in recent months, Director Johnson, of the Office of De- 
fense Transportation, said July 25, adding: 


These cancellations have been made in compliance with the request 
of the ODT that non-war connected conventions and meetings necessi- 
tating rail or bus travel be given up to lighten the burden on the coun- 
try’s transportation facilities. Several national trade organizations are 
among those listed for the first time. Convention plans have been can- 
celled by the following: American Society of Civil Engineers, 74th an- 
nual convention, Cleveland, July 19, 20, 21; National Aeronautical Asso- 
ciation, convention, Denver, August; National Retail Hardware Associa- 
tion, convention, Chicago, July 25, 26, 27; Textile Bag Manufacturers 
Association, convention, New York, July 11, 12; International Associa- 
tion of Printing House Craftsmen, Inc., Fifth District conference; Lim- 
nological Society of America, annual meeting; Association of American 
Geographers, meeting, Cleveland; National Paint, Varnish and Lacquer 
Association, Inc., convention, October; National Bus Traffic Association, 
Inc., annual meeting, Cleveland; Association of School Business Officials, 
annuai convention, St. Louis, October 2, 3, 4, 5; National Association of 
Institutional Laundry Managers, 1944 convention; Delta Tau Delta, 
Eastern Division, convention, Pittsburgh, December; New England Gal- 
laudet Association of the Deaf, convention, Hartford, September; North 
Dakota Rural Letter Carriers Association, convention, Jamestown, N. D., 
July 16, 17, 18; United Daughters of the Confederacy, Oklahoma Divi- 
sion, annual convention; Virginia State Veterinary Medical Association, 
nvention, Roanoke, Va., July 12, 13, 14; North Pacific Surgical Asso- 
lation, annual meeting; Texas Mid-Continent Oil and Gas Association, 
Convention, Houston, Texas, October; North Carolina Society of Engi- 
Neers, summer convention; New York State Chess Association, chess 
Congress, IBM Country Club, Endicott, N. Y., August 12 to 20; Supreme 
Forest Woodmen Circle, eight regional conferences, during summer and 
fall; € eorgia State Nurses’ Association, annual meeting, October 8, 9, 
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10, and Board of Christian Education of the Evangelical Church, conven- 
tion and three other gatherings. 


A majority of the members of the American Short Line 
Railroad Association have voted to forego the 1944 annual meet- 
ing of the association as recommended by the board of directors. 
The meeting had been scheduled for October 25 and 26 at 
Chicago, Ill. 

Director Johnson, of the O. D. T., has written a letter of 
commendation to William R. Boyd, Jr., chairman of the Petro- 
leum Industry War Council, for action of the American Petro- 
leum institute of which Mr. Boyd is president, deferring in- 
definitely its twenty-fifth annual meeting scheduled to be held 
in Chicago, November 13-16, in response to request of the 
O. D. T. Mr. Boyd said 108 oil industry trade associations 
of national and statewide scope had been asked to accord 
serious and sympathetic consideration to the appeal of the 
O. D. T. that all conventions planned in the remaining months 
of 1944 be canceled in the interest of wartime transportation. 


Director Johnson said that that was “a tangible contribution 
to the war effort.” 


Trains for Candidates 


The Traffic World Washington Bureau 


By general permit No. 10, under general order O. D. T. 24, 
the Office of Defense Transportation has authorized the ex- 
clusive use of special passenger trains, extra sections or spe- 
cial cars, from July 30 to November 10, inclusive, by any presi- 


dential or vice-presidential candidate duly nominated by any 
political party. 


Oo. D. T. APPOINTMENTS 


Appointment of Montrose Gordon as chief of the research 
and permit section, waterways transport department, O. D. T., 
has been announced by Director Johnson. Mr. Gordon succeeds 
L. C. Turner, recently appointed acting director of the inland 
waterways division. A native of Ft. Smith, Ark., Mr. Gordon 
has had more than 25 years practical transportation experience. 
After his graduation from Burleson College, Greenville, Texas, 
he entered the local offices of, the Missouri, Kansas and Texas 
Railroad, remaining with that company for twelve years. Later 
he served with the U. S. Army Engineers’ office in connection 
with traffic on the rivers of southern Texas, and on the Gulf 
Intracoastal Canal, with the Tennessee Valley Authority and 
the traffic control division of the War Department, headed 
by Lieut. Gen. Brehon Somervell. 


0. D. T. Motor Operation Records 


Operators of commercial motor vehicles are required to 
keep records of the operation of all vehicles covered by cer- 
tificates of war necessity although they may use simplified 
forms of their own, says the Office of Defense Transportation. 

While the O. D. T. felt that records of miles traveled, 
motor fuel used and tire inspections made were more necessary 
now than ever before, such records might be kept on forms 
suitable to the convenience of the operators, it was explained. 

Forms 17 and 17-a, formerly required by the O. D. T. for 
reports of operations and tire inspections, have been canceled 
and will no longer be supplied. Operators still having a supply 
of these forms, however, may continue to use them. All records 
will be subject to periodic inspections by O. D. T. officials. 

Information required of operators in keeping records of 
vehicle operations include a rocord of tire inspection for each 
vehicle; date of inspection; inspection station number, county 
and state; serial number or brand of tires requiring service and 
description of the required tire or vehicle services; certification 
of inspector that no service is necessary, or certification that 
such service as was required has been performed. Tires must 
be inspected at the end of 5,000 miles of operation or at the 
end of six months, whichever comes first. 

With certain exceptions, a record of loads transported is 
required to be kept for each vehicle. Certificate holders en- 
gaged in nondistributive operations are required to keep such 
records only in respect of loads transported in over-the-road 
operations. Generally speaking, certificate holders are not re- 
quired to keep a record of loads transported in vehicles en- 
gaged in (1) retail distribution service (other than tank vehi- 
cles); (2) construction operations; (3) maintenance or repair 
services; (4) transportation of property wholly within the 
boundaries of any property under common control or man- 
agement or between such properties when not separated by 
more than one mile; (5) public health, safety or public utility 
service; and (6) farming or the transportation of farm prod- 
ucts or supplies (not including for-hire vehicles). 

Every certificate holder who operated a property-carry- 
ing vehicle was required to keep a record for each vehicle of 
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the number of days the vehicle was idle with the reasons there- 
for, the O. D. T. explained. 

Some classes of operators, such as local and over-the-road 
common carriers, and petroleum tank truck operators, are 
presently required by the O. D. T. to file a monthly operating 
report. The forms for these reports are mailed directly to the 
operators by the O. D. T. and are required to be filled out and 
returned by the fifteenth of the month following the month 
indicated on the face of the form. 

Operators were advised not to mail in monthly reports 
unless specifically requested to do so. The O. D. T. told opera- 
tors it “is trying to simplify for you the task of keeping all 
truck records.” 


HALF-STAGE ICING ORDER 

Effective July 23, the Commission, division 3, has issued 
second revised service order No. 210, dealing with the require- 
ments that rail carriers initially ice or re-ice only to three 
fourths of bunker capacity refrigerator cars loaded with fruits 
or vegetables. The effect of the order in this connection is to 
make the requirement of three fourths icing applicable to fruits, 
in addition to vegetables, originating in Alabama, Florida, 
Georgia, Kentucky, Mississippi, Louisiana (east of the Missis- 
sippi River), South Carolina, North Carolina, Tennessee, Vir- 
ginia, or West Virginia, the last two named states having been 
added to the newly revised order. The requirement of icing 
only to half-stage capacity refrigerator cars loaded with Florida 
citrus remained unchanged. 

The revised order said that there was an acute shortage 
of ice in the south resulting in congestion of traffic. The orig- 
inal service order said that the requirement for half-stage icing 
and three quarter capacity icing would result in economy of 
motive power, manpower and ice. In the Commission’s Bureau 
of Service it was said that reference to manpower and ice had 
been deleted because the Commission had no authority over 
those matters. 


LARD, ETC., IN REFRIGERATOR CARS 

Director Clinger, of the Commision’s Bureau of Service, by 
amended general permit No. 9 under service order No. 178, 
which prohibited railroads from furnishing refrigerator cars for 
transporting lard, lard compounds, lard substitutes, rendered 
pork fats, vegetable oil shortening, cooking and salad oil, animal 
tallow, dried fish, dried or powdered skim milk, concentrated 
citrus juice, or empty beer containers (see Traffic World, Jan. 
15, p. 160), has granted railroads the following permission, effec- 
tive July 24 to September 1: 


To disregard the provisions of service order No. 178 in so far as 
it applies to the loading of refrigerator cars with and movement of 
refrigerator cars loaded with, empty beer containers from origins in 
any state located east of the western boundaries of the states of 
North Dakota, South Dakota, Nebraska, Kansas, Oklahoma and Texas. 


Waybills are to show reference to the general permit. 


WASHOUT SERVICE ORDER 


The Commission, division 3, by service order No. 209-A, 
has vacated service order No. 209, which required the Illinois 
Central to re-route traffic because of flood conditions and a 
washout between Grand Tower, IIl., and Gale, Ill. 


CAR UNLOADING ORDER 


By service order No. 216-A, the Commission, division 3, 
has vacated its service order No. 216, which prohibited the 
weighing of sand, gravel, or aggregates in carloads for use on 
government construction at Dalhart, Tex. 


MOTOR CONSERVATION 


The Office of Defense Transportation has issued supp. 
order O. D. T. 6A-31, common carriers, coordinated operations 
in metropolitan Washington, D. C. 


— 


CARRIERS AND DAMAGED STOVES 

The Office of Price Administration has issued its rationing 
order 9A, amendment 1, having to do with the procedure in- 
volved in handling rationed stoves damaged in transit, partic- 
ularly from factory to dealer. Certain reporting requirements 
are stipulated. The stoves covered are new domestic heating 
and cooking stoves burning coal, wood, oil and gas. Railroads, 
other common carriers, insurers, adjusters and salvagers will 
be interested in the amendment, according to Fred L. Parker, 
chief, heating and cooking equipment rationing branch of the 
O. P. A. Under the amendment insurers, carriers, adjusters 
and salvagers may acquire damaged stoves certificate-free, but 
they must, within five days, report the transaction to the O. P. 
A. district office. Insurers, carriers, adjusters and salvagers 
may sell the stoves acquired in the same manner as dealers or 
distributors may sell them. They may also sell damaged stoves 
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certificate-free and without approval of their local War Price 
and Rationing Boards, to dealers, distributors and manufac. 
turers. 


Oo. P. A. EXPORT RULING 


_ Bills of lading signed by the master of the vessel on which 
rationed foods are shipped to foreign countries will be accepted 
as proof of export effective July 29, the Office of Price Admin. 
istration said July 26, adding: 


Proof of export is needed to account to O. P. A. for rationed {foods 
exported or for ration points issued to acquire the foods to be exported, 

Before today’s action, the only form of proof of export that was 
acceptable in most cases was a copy of a shipper’s export declaration 
(Commerce Form 7525). 


(Amendment No. 1 to General Ration Order 17—Export of Rationeq 
Food—Effective July 29, 1944.) 


AUTOMOBILE EXPORT CONTROL 


Control over the distribution of new passenger automobiles 
to the army, navy, Maritime Commission, certain other govern- 
ment agencies and for export by individuals, which has been 
under the jurisdiction of the War Production Board, has been 
transferred to the Office of Price Administration. W. P. B. em- 
phasized, however, that there was no change in the rationing 
machinery by which O. P. A. now handled distribution of pas- 
senger cars to the public. 

Individuals desiring to export passenger automobiles will, 
as heretofore, require an export license issued by the Foreign 
Economic Administration, but in place of the government 
exemption permit formerly issued by the War Production 
Board, must now obtain a ration certificate from O. P. A. 

The action taken was implemented by the issuance of 
W. P. B. Supplementary Directive 1-X, by amendment to Sup- 
plementary Directive 1-Q, and by the revocation of Conserva- 
tion Order M-130 and Supplementary Directive 1-A. 


Container Bureau Report 


The railroads are helping the armed forces protect vital 
war materials in transit through the development of proper 
packing and crating, according to the twenty-second annual 
report of the Freight Container Bureau of the Association of 
American Railroads. 

In recent months, the report states, difficult problems have 
arisen in connection with the packing and handling of such 
delicate shipments as airplane parts, airplane pilot trainers, 
raido directional finding equipment, bomb fin crates torpedo 
heads and jeep lamps. The railroads, through the Freight 
Container Bureau, had been called on by the military to assist 
in keeping loss and damage to items of this sort to a minimum, 
the report said. 

The assistance given by the bureau, according to the re- 
port, has consisted of such things as preparing specifications for 
the packing and crating of war goods, educating members of 
the armed forces, and supplying information on a variety of 
subjects. For instance, the report said, the bureau had con- 
ducted a series of packing, crating and carloading conferences 
throughout the country for military and civilian personnel at 
the request of both the Air Service Command and the Army 
Transportation Corps. 

Besides helping the army and the navy, the report pointed 
out, the Freight Container Bureau had further contributed to 
safe delivery of rail shipments by working in close cooperation 
with such agencies as the container division of the War Pro- 
duction Board and the various bureaus of the Department of 
Agriculture. The bureau, it was said, had devoted considerable 
time and effort to the devolopment of fibreboard containers as 
substitutes for those constructed of wood and metal for the 
transportation of certain commodities. 





BOXBOARD CONSERVATION 

Measures to conserve approximately 73,000 tons of boxboard 
a year were made effective July 24 by the issuance of amend- 
ments to Limitation Order L-239, which restricts the manu- 
facture of folding and set-up boxes and eliminates unnecessary 
types, the War Production Board announced. 

“To save paper and paperboard, now in short supply, new 
restrictions require that both folding or collapsible boxes and 
set-up or rigid containers be manufactured without unneces- 
sary decorations and other features, yet assuring good service- 
ahle packaging,’ W. P. B. paperboard division officials said. 





NEW N. Y. C. BOOKLET . 

“Behind the Scenes of a Railroad at War” is the title of 

an illustrated 20-page booklet issued by the New York Central 
Railroad, showing the handling of war traffic by the railroads. 
Copies may be obtained free by writing to New York Central, 
Room 1221, 466 Lexington Avenue, New York 17, N. Y. 
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Control of Export Airlines 


Examiners T. L. Wrenn and F. D. Moran of the Civil Aero- 
nautics Board began hearing at Washington, July 24, in Docket 
No. 1345, In the Matter of American Export Lines, Inc., for 
Approval of a Plan for Divestiture of Control of American Ex- 
port Airlines, Inc., and No. 1346, Application of American Air- 
lines, Inc., for Approval of Acquisition of Control of American 
Export Airlines, Inc. The hearing was on a plan submitted to 
the C. A. B. last March, under which the steamship company 
would sell 51.4 per cent of the total stock of the American Ex- 
port Airlines to American Airlines, Inc., and the latter airline 
would control the management of the Export Airlines (see 
Traffic World, April 1, p. 921). 

Appearances entered at the hearing included: 


Leslie Craven and Edward Bierma, for American Export Lines and 
American Export Airlines; L. A. Crosby, Hamilton, O. Hale and Robert 
L. Griffith, for American Airlines; Henry J. Friendly, Elihu Schott and 
R. D. King, for Pan American Airways, Inc.; Louis W. Goodkind, and 
J. L. Highsaw, as public counsel, C. A. B.; Paul M. Godehn and John 
T, Couch, United Air Lines; John M. Dickerman, Air Line Pilots Asso- 
ciation; Roger Siddall, United States Lines. 























Mr. Siddall filed a petition to intervene at the opening of 
the hearing, but counsel for applicants asked the examiners not 
to grant the petition on the ground that United States Lines was 
not a proper party to the proposals involved. The examiners 
deferred a ruling, though they later permitted Mr. Siddall to 
cross-examine witnesses. 










Export Lines Testimony 

J. E. Slater, executive vice-president, American Export 
Lines and American Export Airlines, New York, described the 
proposed divestiture plan in detail, first pointing out that on 
January 25, 1943, the C. A. B. had ordered the steamship com- 
pany to divest itself of control of Export Airlines. The steam- 
ship company, he said, had four possible methods of complying 
with the order: First, distribution of its airline stock to public 
holders of Export Airlines stock; second, sale of the stock to 
Pan American Airways, its competitor in international air trans- 
port; third, sale of the stock to independent steamship compa- 
nies; and fourth, sale of the stock to one or more domestic air- 
line companies. He said it had been believed that the C. A. B. 
would not find any of the first three choices satisfactory from 
the standpoint of the public need, and that it had appeared that 
Pan American was not interested in buying Export stock. Nego- 
tiations for the sale of stock to several airlines were begun, and 
after more than a year of negotiations with American Airlines 
the present plan had been agreed to in a contract signed by the 
three companies involved, said he. 

Discussing the plan, he said that American Airlines had 
agreed to buy 120,000 shares of Export Airlines stock out of a 
total of 233,331 5/9 shares, for $3,000,000. He explained that 
under the plan, Export Lines’ stock interest would be about 24 
per cent of the total, the public would hold about 24.6 per cent, 
and American Airlines would hold 51.4 per cent. He said that 
the $3,000,000 derived from the sale would be credited to Export 
Airlines which needed $1,000,000 to retire its present debt, 
$1,500,000 to add to its hangars and ground facilities, and $1,500,- 
000 to add to its airplane facilities. He said that $1,000,000 of 
the cost of airplanes would be obtained by issuance of equipment 
trust notes. We said he believed that the stock to be sold by the 
steamship line was worth $3,000,000 based on the “net worth” 
of Export Airlines as compared with various domestic airlines. 
He introduced an exhibit to show the extent of Export’s assets, 
which included more than $1,000,000 in “experimental and de- 
velopmental” monies spent by the company. He said that that 
expenditure was as- necessary to the successful operations of 
Export as were expenditures on hangars, airplanes, and the like. 

He said that Export Airlines and the steamship company 
considered American Airlines the best of the domestic airlines 
with which to effect close operational and financial arrange- 
Menis. He said that American Airlines stock had one of the best 
ratios of market value to book value” of the domestic airlines. 
He said that American Airlines would benefit from the purchase 
because, after the war ended, it would have control of a sub- 
Sidiary that had proved itself successful in international air 
Service and had set up a large staff of trained employes. The 
arrangement would benefit American Export Airlines in that it 
Would be assured of sufficient funds to meet its capital require- 
ments in the future, because American Airlines was quite strong 
financially, said he, adding that American Airlines’ ‘“manage- 
ment seems best” of the domestic airlines. He said that the plan 
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would enable Export Airlines to compete more successfully with 
Pan American. The contract between the applicants provided, 
he said, that in the future, American Airlines would operate only 
in the United States and Mexico, and American Export would 
operate as American Airlines’ subsidiary in all other interna- 
tional service. 


Slater Cross-Examined 


Mr. Friendly asked Mr. Slater if it was his position that 
Export needed the financial support of American Airlines in the 
post-war period in order to compete successfully with Pan 
American and other domestic airlines that might obtain author- 
ity to serve, as Export at present did, between New York and 
Lisbon, Portugal, and New York and Foynes, Irish Free State. 
Mr. Slater replied affirmatively, saying that even if no other 
domestic airline entered the international trans-Atlantic field, 
the need would be the same. 

Asked if Export Airlines could not have solved its problems 
by entering into “an agency agreement” with American Export 
Lines, the witness said that that “still would be difficult.’”’ Asked 
by Mr. Goodkind if the present management had any intentions 
of changing the contract with American Airlines in the future, 
the witness said no amendments had been considered and he did 
not think it likely that the new management would attempt to 
change the agreement in any way. Asked if Export Airlines 
would, after the war, continue only its present operations in 
north Atlantic service or would renew its applications, made 
prior to the war, to serve “the Far East,” Mr. Slater said that 
the company operated at present under a “war certificate” to 
serve Lisbon and Foynes; that it had long had on file applica- 
tions to serve both Foynes and Southampton, England, and to 
serve Biscarrosse and Marseilles, France, and that it recently 
filed an application for authority to operate in the north Atlantic 
“close to C. A. B. Route 2” and in the south Atlantic region 
“close to C. A. B. routes” to South Africa and North Africa 
points. He said the present management intended to seek such 
authority after the war. 


Kemp Testifies 

A. M. Kemp, president, American Airlines, Inc., New York, 
testified that this company had for many years contemplated 
extending its operations to other nations, and that at present 
the company served points in ‘Mexico and Canada. He said the 
company had at one time had a joint service arrangement with 
the dirigible, Hindenberg, before it was destroyed by an explo- 
sion and fire. He said:that about a year ago American Airlines 
filed an application for authority to serve between New York 
and/or Washington and London and/or Paris. Pending the out- 
come of the present proceedings, he said, his company would 
continue to press for that authority, but if the aeronautics board 
permitted the acquisition, the parent airline company would 
“seek the application in the name of American Export Airlines.” 

He said that he believed that the $3,000,000 to be paid for 
the Export Airlines stock was a fair price; that owners of 
American Airlines expected to profit from control of the sub- 
sidiary; that his company had every intention of continuing to 
retain at least 51.4 per cent of Export Airlines’ stock, and that 
the American Airlines’ cash reserves were sufficient to warrant 
the expenditure. He added that his company was in “an ex- 
tremely strong financial condition” and that its reserves were 
sufficient “for a cushion when in the next few years there will 
be need for capital expenditures.’ He said that, by acquring 
control of American Export Airlines, both companies could 
effect operating economies; that his company would benefit at 
the end of the war by having control of an international air- 
lines already in operation and found by the aeronautics board 
to be in the public need, and that he believed the board would 
grant the applications of Export Airlines for authority to serve 
South Africa, Marseilles, and other points. He said he wanted 
the “public to consider us as one company.” 

Mr. Siddall asked the witness if it was his opinion that 
“foreign flag” airlines should be allowed to serve such interior 
American cities as Chicago and St. Louis. The witness replied 
that such carriers should be allowed to serve interior American 
cities only to the extent that American airlines in international 
service obtained comparable “benefits” to serve other nations. 
Asked what specific “benefits” an American airline might ob- 
tain as compensation for the granting of such rights to foreign 
airlines, the witness said that, except possibly for arrangements 
involving “frequency of flights,” he could not “think of any at 
the moment.” Mr. Siddall asked if the witness had given any 
consideration to the difficulties of quarantine and immigration 
problems. The witness said he did not think such questions 
pertinent to the proceedings, and his counsel objected to’ the 
line of questions. Mr. Siddall said he would not press the mat- 
ter further. 

American Air Lines 


Ralph S. Damon, a vice-president of American Airlines, 
New York, testified concerning the probable methods of operat- 
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ing in the proposed joint domestic and overseas service. He 
said his statement was based on “reasonable assumptions” and 
not on any definite prediction as to post-war operations and 
traffic volume. He said it was probable that DC-6 commercial 
cargo-passenger planes, substantially the same as present mili- 
tary C-54 cargo planes, would be used by American Airlines 
and American Export Airlines in joint through service from 
interior American cities to foreign terminal points and return. 
Use of such land planes would enable the management of the 
two companies to “attach an American Export order to an 
Amercian Airlines order’ for new planes, enabling the com- 
panies to obtain planes more cheaply from manufacturers, he 
said. He estimated that, assuming American Export operated 
three scheduled flights daily out of New York and required 
nine planes, one plane being held in stand-by service in case 
of emergency, and assuming American Airlines also needed a 
plane at New York in stand-by service, the cost of one plane 
would be avoided because either company could use one such 
plane at the terminal. He said that the cost of one DC-6 would 
be about $850,000; that the plane would have a longevity of 
about five years, and that, therefore, the annual saving would 
be $165,000 to the two companies. He estimated that savings 
in personnel costs alone for the two companies would amount 
to an additional $453,000 a year. 


He said that the proposed acquisition was a step in avia- 
tion progress that should not be halted because of any slight 
detrimental effect it might have on any other airlines. He said 
it would not destroy the present competitive balance as among 
his company and the two other major trans-continental airlines, 
Transcontinental & Western Air, Inc., and United Air Lines. 
He said the acquisition would increase American Export Air- 
lines’ ability to compete with Pan American. 

On cross examination, Mr. Friendly asked the witness 
whether or not both American Airlines and the subsidiary, 
Export, might at one time, at the New York terminal, have 
need of a spare plane. Mr. Damon said that was not likely, 
but that if it did happen it would possibly prevent one or the 
other company from operating a scheduled flight. Mr. Friendly 
asked why American Airlines needed a subsidiary if it could 
get authority from the board to operate in trans-Atlantic serv- 
ice itself, and the witness replied that a benefit would be de- 
rived from the fact that Export Airlines was a going concern. 
Mr. Friendly suggested that American Airlines also was a go- 
ing concern, but the witness said that he meant that American 
Export was a going concern in the international field. He ad- 
mitted that there would need to be various contractural ar- 
rangements between the parent company and subsidiary con- 
cerning joint use of planes owned by one or the other company, 
but iY denied that such arrangements would be “too compli- 
cated.” 


Charles E. Rheinstrom, vice-president, traffic, American 
Airlines, New York, discussing the possibilities of operating 
joint through planes, said that he believed land planes like the 
DC-6 would after the war be operated regularly from such 
points as Chicago, Detroit, Buffalo, N. Y., Miami, Fla., Seattle, 
Wash., Dallas and Houston, Tex., to European cities, though 
there was little likelihood that any planes would operate non- 
stop in such service. He said he was sure that his company 
and American Export would within a few years operate in 
through service to Europe from Chicago, Detroit, Buffalo, Bos- 
ton, and New York, and that he believed through service to 
Europe from Los Angeles would also develop at the same time. 
He said he could not estimate the number of flights that the 
companies would operate in any stated period. 


He said that his company at present had the largest selling 
staff of any airline; that the company’s selling force, agent 
commissions, and like, amounted to about 11 per cent of the 
company’s annual gross operating expenses; that its adver- 
tising expense amounted to about 4 per cent of the annual 
gross expenses; that the two airline companies, under the 
acquisition plan, could effect savings of about $500,000 annually 
by combining their advertising programs. He said that the 
American Airlines annual revenues from passenger traffic alone 
would, within three years after the war ended, amount to 
$37,500,000 at the very least, as compared with 1941 passenger 
revenues of $20,780,000. 

On direct testimony and cross-examination, the witness 
sought to show that if the board approved the plan, other do- 
mestic airlines now competing with his company probably 
would seek to turn over to Pan American all the trans-Atlantic 
passenger business originating on their lines. The other air- 
lines would support Pan American only to the extent, however, 
that they would not compete with Pan American in foreign 
services, said he, adding that he did not know to what extent 
other domestic airlines would operate internationally after the 
war. He admitted on cross-examination that foreign flag air- 
lines, operating in trans-Atlantic service, probably would seek 
to turn over their traffic to other domestic airlines than Amer- 
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ican, but he said that his company did not depend on the “‘aidor 
of T. W. A. or any foreign flag airline to sell our tickeis,” 
He said his company depended for its business on public de- 
mand. He denied that, from what he had said in that regard, 
his company “was paying a price” for its acquisition of Amer. 
ican Export. 

As to fares, he said he did not know what fares would 
amount to in trans-Atlantic service, but he said he was ceriain 
that it would cost the two companies less for their overseas 
operations than for their domestic operations, chiefly because 
overseas service did not call, as domestic service did, for such 
expenses as ground installations. 


Pan American’s Objections 


V. E. Chenea, vice-president and general traffic manayer, 
Pan American Airways, Inc., New York, introduced an exhibit 
concerning competition between American Export and Pan 
American for north-Atlantic passenger business. He sought to 
show by the exhibit that American Airlines and American Ex- 
port, by controlling a substantial amount of domestic tra‘ffic, 
would handle 56.62 per cent of north-Atlantic traffic, the re- 
mainder to be handled by Pan Atlantic. He said the exhi ibit 
was based on the assumption that no other airlines would get 
any of the business, though he said he believed some of the 
traffic would be handled by foreign-flag airlines operating at 
least to eastern seaboard points and by one or more American 
airlines that might enter the field. He said that, because Amer- 
ican Airlines had a very large sales force, “we would not be 
on anywhere near a fair competitive basis with American Air- 
lines.” He said that if T. W. A. and United Air Lines also 
obtained authority to operate in the same area overseas, his 
company would obtain very little of the traffic involved. He 
said he doubted that either of those two airlines would fail 
to obtain some international operating rights that would put 
them in competition with his company, and that, if those air- 
lines competed at any points with Pan American, it was not 
likely that they would turn over much business to Pan Amer- 
ican elsewhere. In such a situation, he said, they probably 
would turn over their traffic, such of it as they could control, 
to foreign-flag airlines operating in the north-Atlantic area. 

R. G. Ferguson, assistant treasurer, Pan American Airlines, 
New York, submitted an exhibit concerning estimated total 
United States domestic airline passenger traffic and foreign 
airline traffic handled by American air lines for a future period. 
He said the estimate was based on a study of possible future 
passenger air line traffic made by the Curtis-Wright organiza- 
tion. The exhibit showed that, in 1941, all U. S. domestic air 
lines had flown 1,384,000,000 passenger miles and U. S. air- 
lines in international service had flown 141,182,818 passenger 
miles. It showed that, in 1950, the probably domestic pas- 
senger traffic would amount to 7,000,000,000 passenger miles, 
and that the foreign traffic would amount to 1,547,600,000 
passenger miles. He said that, though the foreign travel would, 
in 1950, represent a higher proportion of all passenger traffic 
than at present, the domestic traffic would be very much 
greater than at present. He said that American airlines would, 
therefore be in a much stronger financial position than at 
present and much better able to compete with Pan American 
in the foreign service. 


Final Session 


L. F. Hampel, of Oak Park, IIl., economist and statistician 
for United Air Lines, was the first of two witnesses heard in 
the final session of the hearing the afternoon of July 26. The 
other witness was W. A. Patterson, of Northbrook, IIl., presi- 
dent of United Air Lines. 

Mr. Hampel submitted exhibits containing, among other 
things, an analysis of trans-Atlantic travel statistics and esti- 
mates of overseas passenger totals for the years 1945 to 1955, 
inclusive. Before he began his testimony, Mr. Hale, of Amer- 
ican Airlines’ counsel, said that Mr. Hampel’s exhibits appar- 
ently were designed to support arguments by United Air Lines 
that public convenience and necessity did not require additional 
air service across the Atlantic and that, in any event, such 
service should be performed by a “chosen instrument” type of 
carrier. Mr. Hale said that at the prehearing conference in the 
instant proceeding it had been agreed by all parties that the 
issue of public convenience and necessity was not involved. He 
said that ‘‘we are not trying the issue of whether or not there 
should be another route across the Atlantic” and that in the 
original American Export decision the board had found that 
such a route was required and that competition was required. 
He added that, “until the law is changed,” the issue of the 
“chosen instrument” was not involved in the case before the 
examiners. Testimony on the question of public convenience 
and necessity, he averred, was “highly improper.” Mr. Godehn, 
on behalf of United, contended that the C. A. B. had never 
decided in the original American Export case that a transcon- 
tinental carrier should be permitted to go into transoceanic air 
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transportation or that the American Export Airlines certificate 
should be permanent. He said the question of the volume of 
business that might be expected had a bearing on the price 
paid for 51 per cent of American Export Airlines’ stock. Ex- 
aminer Wrenn permitted the witness to proceed with testimony 
relative to the exhibits he had prepared. 

Mr. Hampel said that overseas travel bore a ratio to the 
national income, and that, using estimates of national income 
for the years up to and including 1955, he had calculated the 
volume of overseas passenger travel that might be expected in 
those years. He predicted that the “Class A market” for over- 
seas transportation of passengers in 1955 would total 288,000, 
of which 80 per cent, or 240,000, would travel by air. 

Mr. Patterson, in his testimony, said that the north At- 
lantic route was prospectively the best for volume of passenger 
traffic, but contended that if several U. S. air carriers were to 
compete for that business there would not be enough to sup- 
port each of the operations, whereas one strong U. S. airline— 
a “chosen instrument’—could compete successfully with any 
foreign flag airline in that service. He said that the issue be- 
fore the C. A. B. in this case was not the welfare of one par- 
ticular airline, but the welfare of the United States in air trans- 
portation in the postwar world. 


Airport Users’ Conference 


At the final session of a conference of representatives of 
American organizations interested in airport expansion, held 
July 24 and 25 in Washington, the conferees voted to make the 
conference a permanent organization. William P. MacCracken, 
of Washington, general counsel for the National Aeronautic 
Association, was named chairman of the continuing Joint Air- 
port Users’ Conference. 

Attending the two-day meeting in Washington, arrange- 
ments for which were made by the N. A. A., were representa- 
tives of “fifty-one national aviation, industrial, business, civic, 
educational and government groups,” the N. A. A. said. 

“The conference will attempt to promote like thinking and 
action by all member organizations,” it said. “It will, how- 
ever, leave member groups free to act in their own name, and 
its decisions will not be binding upon them. The conference 
was instructed to begin work with the development of a set 
of guiding principles for federal legislation to implement a 
national. airport expansion program; for uniform state and 
municipal legislation on landing facilities; and for uniform 
charges to various classes of landing facility users.” 


Executive Committee Named 


The 51 organizations represented at the meeting in Wash- . 


ington will be members of the permanent conference. Lowell 
H. Swenson, manager of the N. A. A., will be executive sec- 
retary of the conference. Comprising the executive committee 
of the permanent conference are eight men selected by caucuses 
of member organizations in their fields of interest, as follows: 


John Wilson, National Aviation Trades Association, aviation; Ches- 
ter H. Gray, National Highway Users’ Conference, surface transpor- 
tation; Dr. W. A. Lloyd, American Association of Land Grant Col- 
leges, education; Fred Knepfe, American Society of Civil Engineers, 
construction; Paul V. Betters, U. S. Conference of Mayors, state and 
local government organizations; Charles Donaldson, Civil Aeronautics 
Administration, federal agencies; General Nathan W. MacChesney, 
National Association of Real Estate Boards, general business organiza- 
tions, and Arnold W. Knauth, American Bar Association, general 
professional organizations. 


General topics of discussion at the meeting were the fol- 
owing: 


The significance of landing facility expansion to the nation, to the 
states and to each community; the type of landing facilities, required 
for private aircraft and for transport aircraft; nomenclature and classi- 
fication of landing facilities; legislative problems of landing facilities; 
government financing of landing facility expansion; economy in land: 
ing facility development; professional requirements of airport manage- 
ment, and landing facility marking systems. 


Program Proposed by N. A. A. 


The N. A. A. said that its program, presented to the con- 
ferees the afternoon of July 25, was designed primarily to 
fosier two types of landing facilities: “airparks” for private 
flyiig and “air terminals” for commercial air transportation. 
In addition, the N. A. A. said, the association’s program con- 
templated development of a number of “flight stops,” or inter- 
mediate landing areas, and “air harbors,” or water landing 
fac'lities for float-type planes. It said that the proposed “air- 
park” would usually consist of two runways, approximately 
2,000 feet long and from 300 to 500 feet wide, arranged in 
either an L, X or T shape. The surface would be either turf 
or pavement. The proposed “air terminals,” it continued, would 
range in size from those classified by the C. A. A. as Class 2 
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to those rated Class 4, and would be for use in larger com- 
munities on present or proposed feeder and trunk line routes. 
Their cost would range upward from $250,000. The “flight 
stops” would consist of single runways approximately 1,800 
feet long by 300 to 500 feet wide, and would be adjacent to main 
highways and approved country roads for the convenience and 
safety of the private flyer. The N. A. A. said that “if the 
full network of air parks and air terminals is completed, only 
about 100 of these strips would be needed.” 

The “air harbors,” it said, would consist of quiet bodies 
of water near communities or recreational areas, and would 
include facilities for gassing, servicing and storing float-type 
planes. The cost would range from $1,000 up. 

William R. Enyart, of New York City, president of the 
N. A. A. and of Simmonds Aerocessories, Inc., presided at the 
conference. 













































































Length of Runways 


First speaker at the conference was William A. M. Burden, 
Assistant Secretary of Commerce. He said the purpose of the 
conference was to bring about the maximum possible uniformity 
of opinion on the fundamental points of airport development. 
In asserting that inadequate airports increased the cost of 
air transportation to the public, he cited data prepared by 
Edward Warner, member of the Civil Aeronautics Board, show- 
ing that a twin-engined plane designed to operate from a 6,000- 
foot runway was 12 per cent less costly to fly than one designed 
to operate from a 4,000-foot runway. 


“The total dollar operating costs of our domestic airlines,” 
he continued, “is running at the rate of about 100 millions a 
year. Within ten years after the war, the industry will probably 
be at least eight times its present size with yearly operating 
expenses of 800 million. . . . Inasmuch as at the present time 
out of the 286 designated air carrier stops 200 have runways 
in excess of 4,500 feet while 86, or 30 per cent, have runways 
under 4,500 feet, it appears that, if air passenger and cargo 
rates are to be reduced materially, considerable improvement 
to existing airports used by the air carriers will have to be 
accomplished concurrently with the design of new transport 
eircratt... <<" 

He said that there would soon be presented to Congress 
a C. A. A. airport plan providing for 3,000 additional landing 
areas to be contstructed within the next five years and for the 
improvement of 1,625 existing fields, of which 2,900 would be 
the relatively small “airparks,” and that the total estimated 
cost of the program would be $1,000,000,000. 


‘While the proposed C. A. A. airport construction program, 
spread over a five-year period, would amount to only 3 per cent 
of the normal annual volume of construction,” he said, ‘“‘we be- 
lieve that its value and importance to the growth of a new in- 
dustry would provide economic results of proportionately much 
greater importance... .” 


He said that one of the major airlines had made a survey 
showing that at four important cities on its route a total of five 
additional runway systems must be provided within the next 
five years. 

Sheldon B. Steers, director of the Michigan Board of Aero- 
nautics, spoke on “The Relation of Civil Aviation and Civilian 
Airport Requirements to the Social and Economic Welfare of 
the State.” He pointed to a need for uniform standards for air- 
ports and added that ‘‘the public will support aviation and give 
enthusiastically as long as they are users we know where we 
are going, but its purse strings are closed like a bear trap as 
soon as uncertainties are allowed to creep in.” 


Charges to Airport Users 


Alfred MacDonald, director, parks and airports, Wichita, 
Kan., discussed the relationship of civilian airport requirements 
to the social and economic welfare of the community. He said 
he believed that only a few airports with landing strips longer 
than 5,000 feet would be needed after the war. He averred that 
the aviation industry itself should “pay its way” at municipal 
airports on: the basis of services rendered and said that “some 
kind of a general formula should be worked out covering the 
charges that airlines and other similar operators should pay for 
the use of airport facilities.” He listed 24 possible sources of 
revenue, other than taxation, from operation of airports. by 
municipalities. He said that unless provision was made by the 
federal government to subsidize community airport development 
“on some basis,” it was unlikely that the future airport needs 
of aviation could be met. 

Speaking on “‘The Need for Professional Development in ,”* 
Airport Management,” John H. Frederick, professor of trans- 
portation at the University of Texas, Austin, Tex., advocated 
recognition of the importance of airport management as a pro- 
fession. He said that airport management as a business was 
comparatively new, that it had already developed into a com- 
plex and highly diverse profession, and that few of the present 
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airport managers had been able to be trained for their duties 
before assuming their present positions. He outlined the work 
such managers had to do, and described as “ridiculous on the 
face of it” the entrusting of several million dollars’ worth of 
airport property to a man paid less than $3,000 a year. Airport 
menagers must be more adequately paid, he declared. He advo- 
cated that every municipality provide itself with an advisory 


source to assist in the orderly and planned development of avia- 
tion facilities. 


Other Speakers 


Joseph T. Geuting, Jr., chairman of the Personal Aircraft 
Council, Aeronautical Chamber of Commerce of America, and 
vice-president of the General Aircraft Corporation, spoke on 
“Performance Characteristics of Postwar Personal Aircraft and 
Their Influence on Landing Facility Requirements”; C. L. John- 
son, chief research engineer, and Philip A. Coleman, chief aero- 
dynamics engineer, of the Lockheed Aircraft Corporation, Bur- 
bank, Calif., outlined performance characteristics of commercial 
planes and their influence on airport requirements in an address 
delivered for them by Stanley T. Beale, of the Lockheed market 
research department; similar material was presented by W. 
Bailey Oswald, chief aerodynamicist, and J. R. McGowan, liaison 
engineer of the Douglas Aircraft Co., Santa Monica, Calif.; John 
Groves, of Washington, manager of the operations department 
of the Air Transport Association, discussed airport requirements 
of commercial airlines; John E. Sommers, acting administrator 
of the Civil Aeronautics Administration, spoke on the need for 
uniformity in airport classification and nomenclature; John E. P. 
Morgan, manager of the Personal Aircraft Council, Aeronautical 
Chamber of Commerce of America, spoke on the need for a 
nation-wide standard air marking system; Harry Meixell, direc- 
tor of state relations, Air Transport Association of America, out- 
lined legislative problems confronting airport planners; Leslie L. 
Schroeder, commissioner of the Minnesota Department of Aero- 
nautics, St. Paul, Minn., discussed state legislative problems of 
airport planners, and Charles S. Rhyne, executive director of the 
National Institute of Municipal Law Officers, addressed the con- 
ferees on ‘Municipal Legislative Needs in the Airport Field.” 

Mr. Grove said that the Air Transport Association had 
established an airport development committee and an aircraft 
requirements committee. The latter, he said, was obtaining 
data for the former as to take-off run that might be expected 
from various transport type aircraft that the airlines might ex- 
pect to operate, as to the wheel load that airport pavements 
should be designed to support, the possibilities of decreasing 
landing runs and landing speeds, and other related matters. He 
said that, except for the extremely long-range aircraft that 
would be used for transcontinental or intercontinental service, 


a runway “somewhere between 5,500 and 6,500 feet at sea level 


seems to be adequate.” This runway, he said, should be not less 
than 150 feet wide and preferably 200 feet. Taxi strips should 
be 75 to 100 feet wide, he added. He discussed, among other 
things, needs for adequate lighting of airports. 





Johnson on Air Transport 


In letters to Robert A. Lovett, Assistant Secretary of War 
for Air, and to L. Welch Pogue, chairman, Civil Aeronautics 
Board, a copy of the letter going to Colonel Edgar S. Gorrell, 
president, Air Transportation Association of America, Director 
Johnson, of the Office of Defense Transportation, discussed the 
need for “a substantial reduction in the granting of priorities 
for air transportation,” and the “competitive disadvantages” of 
the railroads as a result of current airlines’ advertising. In 
connection with the latter subject, Director Johnson suggested 
that the airlines might not be adhering to the rules of the Air 
Traffic Conference covering advertising practices, and sug- 
gested that airline advertising be reviewed, with a view to 
deterring travel, as the railroads had. 

Director Johnson asked Mr. Lovett if priorities for air 
transportation were being construed strictly in accordance with 
“the second paragraph of section 6 of the President’s memo- 
randum of May 6, 1942, to the Secretary of War, copy of which 
you enclosed with your letter of October 13, 1943, to Mr. Joseph 
B. Eastman.” (See Traffic World, May 16, 1942, p. 1294.) The 
director said he was apprehensive that the strict limitations 
suggested by the President were not being followed in all 
cases, and said he believed that the present situation justified 
a careful review of present policies with respect to the use of 
priorities for air transportation. He pointed out that a sub- 
stantial reduction in the granting of such priorities would, of 
course, proportionately increase the space available to the air- 
lines for non-priority transportation which, he said, was so 
badly needed at the present time. 

Director Johnson sent a copy of his letter to Mr. Lovett 
to Mr. Pogue and to Colonel Gorrell, and said that, in addition 
to the points raised in that letter, he wanted to call Mr. Pogue’s 
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attention to current airlines’ advertising. He said he raiseq 
the point “because we have requested railroads to discontinue 
any and all traffic-creating and stimulating and competitive 
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advertising.” He added that, in the last two and one-half years in! 
he thought the record of the railroads in this connection was rec’ 
exemplary, and that, in the last 12 months, a large number of neg 
railroads, at the request of the O. D. T., had utilized advertis. a. 
ing to deter travel. He continued: ped 

Recently in discussing the passenger situation with several of the om 
railroad passenger men, they referred critically to their competitive mv 
disadvantages as a result of current airlines’ advertising. I am at. 
taching specimens to Mr. Pogue’s copy of this letter. Although I un. boe 
derstand that the rules of the Air Traffic Conference cover advertising suc 
practices, I am not persuaded that the attachments adhere to this of | 
agreement. In any event, under current conditions, I believe that ad. 
vertising practices of the airlines should be completely reviewed. 

We have succeeded thus far in persuading the railroads to refrain 
from promotional or merchandising advertising. But naturally they Le 
grow restive when they see airlines apparently bidding for business, ty! 
It might we well to call the attention of the airline industry to the tio 

desirability of their conforming to their agreed advertising restrictions 

and likewise to review the advertising agreement to see if it meets 
the tests of present sound public policy, which, in my opinion, is to tio 
deter travel. tar 
ab: 
e oo e val 
No Hearing Air Bill lc 
( 
Legislation proposed by Representative Case, of South Da- & ai 
kota, in H. R. 4514, authorizing the Civil Aeronautics Board to rie 
issue, without hearing, temporary certificates authorizing air eff 
transportation to points having an immediate and urgent need — “ 
for new service, has brought a protest from Harllee Branch, = 
one of the board members, on the ground that enactment of the § ,, 
bill would permit a cardinal principle of the civil aeronautics § ¢, 
act—impartial justice to all parties at interest—to be disre- — th 


garded. He would limit the proposed authority to action re- 
quired by the national defense or the furtherance of a war. 

In a letter to Chairman Lea, of the House committee on 
interstate and foreign commerce, Chairman Pogue, of the board, 
said the board believed that the bill should be limited to situa- 
tions arising in international air transportation. 


“It is in connection with international services that cases 
are most likely to arise in which immediate action is of great 
importance to the national interest,’ said Chairman Pogue. 
“Moreover, it is in that field that executive action without hear- 
ing is most appropriate, for the civil aeronautics act provides 
that final decisions on certificates for international air transpor- 
tation shall be made by the President, who acts upon the recom- 
mendations made by the board and also upon considerations of 
national policy in addition to those which may have been con- 
sidered by the board. During the past three years there have 
been a number of instances in which the promptest possible 
authorization of a new commercial service has appeared vital 
to the national defense.” 


Amendment of the bill to provide that the board might 
grant temporary certificates without a hearing only if it found 
that the proposed service was required by the national interest 
also was recommended by the board. The bill also should au- 
thorize the board to include a condition in each certificate a 
maximum limitation on mail pay that would be granted for the 
particular service, said the board. 


Branch’s Views 
Mr. Branch, in his statement on the bill, said: 


I do not,believe there is any compelling reason why the Civil Aero- 
nautics Board should be given a power which, in effect, will permit it 
to deny due process of law to any party having a rightful interest in a 
route proceeding before the board. If the board is authorized to issue 
temporary certificates and for such periods of time as it chooses, without 
holding a hearing in which all parties at interest may appear and be 
heard, then a cardinal principle of the civil aeronautics act—impartial 
justice to all parties at interest—could be disregarded. Furthermore, 
once a temporary certificate is issued the beneficiary achieves a pre- 
ferred position for a permanent certificate. Thus the beneficiary of such 
a temporary certificate realizes his preferred position before any hearing 
is held. 

It is my opinion, after approximately six years as a member of the 
Civil Aeronautics Board, that the only conditions under which the board 
should be authorized to issue temporary certificates for commercial aif 
transport services without hearing would be when the national defense 
or the furtherance of a war required such arbitrary and drastic action, 
and even then the temporary certificates should not extend beyond the 
expiration of the emergency. Except in the case of national defense or 
the furtherance of a war there is not likely to be any national necessity 
why a United States commercial air carrier must over-night be put to 
operating an international route. There may be instances where a for- 
eign air carrier first begins operation in an international area, but this 
would not likely be a barrier to operation in the same area by an Amer- 
ican air carrier. As a matter of fact, even if Congress were to give the 
board the authority it seeks, it would not be possible to put an American 
air carrier into immediate commercial operations on an international 
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route. The State Department would have to negotiate with the foreign 
countries to be entered or traversed by the proposed route and obtain 
Janding and-other rights for the operation before it could be begun, and 
in many instances these foreign countries would raise the question of 
reciprocity, which would have to be adjusted in the negotiations. These 
negotiations would require at least as much time to conclude as would 
an expedited hearing proceeding before the board. Therefore, there 
seems to be no reason why the board should not go along with an ex- 
pedited hearing proceeding while the State Department is simultane- 
ously conducting the necessary negotiations with the foreign countries 
involved. 

: For the reasons stated I favor the granting of authority to the 
poard to issue temporary certificates for international routes only when 
such operations are required by the national defense or the furtherance 
of a war. 


Hull Supports Bill 


Cordell Hull, Secretary of State, in a letter to Chairman 
Lea said the Department of State “believes that a bill of this 
type is eminently to be desired from the standpoint of interna- 
tional air transport.” Continuing, he said: 


As soon as military considerations permit the expansion of interna- 
tional commercial air transport operations, it is of the utmost impor- 
tance that American operators be able to undertake additional services 
abroad with the least possible delay. It is essential that American pri- 
vate citizens, engaged in legitimate business, be able to travel on Amer- 
ican flag air carriers and not be dependent upon foreign air carriers for 
their sole means of air transport. Furthermore, American international 
airlines will have to meet increasing competition from foreign air car- 
riers, and this will call for prompt action if such competition is to be 
effectively met. Neither of these objectives can be fully accomplished 
unless the civil aeronautics act of 1938 is amended in some such way 
as this bill provides. 

The department appreciates that the actual wording of the bill and 
how it should be administered are matters of primary concern to the 
Congress and the Civil Aeronautics Board. It believes, however, that 
the idea behind the bill is generally a good one, and that it would be 
extremely helpful in the conduct of foreign affairs if legislation of this 
type could be passed this session. 


Airport Construction 


Civil Aeronautics Administration recommendations, which 
will soon be submitted to Congress in the C. A. A. report on 
airport needs of the nation, call for 1,827 cities with airports 
that could accommodate air transport operations, according to 
William A. M. Burden, Assistant Secretary of Commerce. 


“The airport construction necessary to bring air transpor- 
tation to these 1,827 cities in the C. A. A. plan would cost ap- 
proximately $630,000,000 and the 1,827 airports would also 
serve some 5,000 other towns within easy reach of them,” said 
he, speaking over the Columbia Broadcasting System, July 23. 
“Add to that what it would cost them to spot the country with 
small airports for personal flying, and the total comes to just 
over a billion dollars. This is a large sum but it is small in 
comparison with the 25 billion which this country has spent 
on roads in the last 25 years.” 

The C. A. A., said he, was now completing a $400,000,000 
program of building airports to meet the needs of the armed 
services. As a result of that program, said he, the United States 
“acquired some 600 new or vastly improved airports, almost 
all of which will be permanently useful in civil aviation.” 

“The airport is the key to the problem for it is the basis 
of all aviation development just as the highway is the basis of 
all automotive development,” said he, after having asserted 
that aviation moved so fast that we could not afford to take 
+ ag out for one moment in developing its fundamental facili- 

ies. 

“But it already is obvious,” he continued, “that if we stop 
here civil aviation will be seriously impeded because of inade- 
quate ground facilities. Today we have 3,086 airports. The re- 
port the C. A. A. is preparing for Congress shows we will need 
double that number within five to ten years after the war 
plus improvement of 1,625 of the existing fields. 

“To understand the importance of such a far-reaching pro- 
gram we have only to look back at the history of the develop- 
ment of the automobile. The growth of our great automobile 
industry would not have been possible without a large-scale 
aggressive program for the construction of hard-surfaced roads. 
The growth of private flying and air transport are equally de- 
Pendent on the development of an adequate airport system.” 

_ Outlining the C. A. A. airport construction report, As- 
sistant Secretary Burden said: 


The C. A. A. report divides our airport needs into five technical 
Classifications, according to length of runways and other featurues. 
But for purposes of simplicity, we may consider that airports fall into 
two major categories. First, the smaller fields to be used for personal 
flying and local air service. These fields, beautified by attractive land- 
Scaping, will become such an intimate part of the life of the town in 
Which they are situated that I believe they should be called airparks. 
Secon’, the larger terminals for airline operations which will become 
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transportation centers in the same way that the railroad station has 
beeen the transportation center in the past. 

While some additional large air terminals will be needed, the Civil 
Aeronautics Administration emphasizes the importance of the smaller 
types of landing fields in any future building program. They number 
about 2,900 out of the total of 3,000 new fields proposed. It is our belief 
that if we are to have a thriving aviation industry, it must have its 
base in the grass roots of our country. That means first of all flying 
fields located within easy reach of your homes and offices, fields de- 
signed for the small private aircraft, which many of you will own 
or rent. It also mearfs fields a bit larger, but still modest in size for 
local commercial air service to and from the thousands of small com- 
munities not now accessible by plane. 

At the present time only 286 places in the United States are ap- 
proved stops on scheduled air lines and of these 174 are in need of im- 
proved airports for safe and efficient airline service. Air carrier opera- 
tions are suspended at some of these places because of the unsatisfac- 
tory conditions of their airports. 


Federal Aid Proposal 


One way that such a program (airport construction) might be put 
into effect is proposed in legislation (H. R. 5024) now before Congress. 
I describe it only to illustrate the problems which arise in such a tre- 
mendous task. My concern is not with any particular bill, but with 
getting started as soon as possible on this vital work. 

The proposal in question would appropriate to the Civil Aeronau- 
tics Administration 100 million dollars a year for the next ten years, 
to aid the states in constructing airports which fit into the national 
plan drawn up by the C. A. A. The federal contribution is not to ex- 
ceed one-half the total cost. Thus, if the states match in full the 
federal appropriation of 100 million dollars each year, it would be 
possible to complete within five years the billion dollar program which 
will be submitted to Congress by the C. A. A. 

This depends, of course, on how rapidly the states set up the 
necessary machinery for such cooperation. According to the bill now 
pending, states desiring to qualify for federal aid on airports would 
have to establish a state airport agency, provide it with necessary 
funds for development and maintenance, and authorize the prevention 
and removal of airport hazards by zoning. 

The construction work would be supervised by the state agency, 
in accordance with C. A. A. standards, and only projects included in 
the national plan would be eligible for federal aid. 

A formula is proposed for allocating funds among the states, along 
the lines of the federal-state highway program. With the ultimate aim 
of equalizing the degree of airport development throughout the coun- 
try, it gives weight to the number of existing airports in each state 
in relation to its area, population, and number of registered aircraft. 

Since this is a program which calls for the closest cooperation be- 
tween federal, state, and local authorities, it will obviously take time 
to arrange the many details which must precede actual construction. 
Under the most favorable circumstances, the program will take five 
years to complete, and by that time we have every reason to believe 
that 6,000 airports will be urgentiy needed to satisfy even the minimum 
needs of aviation. Meanwhile, it is very possible that useful public 
works of this kind may be necessary to cushion the transition from 
war production. 


AIR CERTIFICATE APPLICATIONS 


Eastern Air Lines, Inc., in an application docketed as No. 
1500, has asked the Civil Aeronautics Board to amend the 
applicant’s certificate for route No. 10 so as to make Chicago, 
Ill., an intermediate point on that route and so as to extend 
that route from Chicago to Minneapolis-St. Paul, Minn., via 
(a) Rockford, Ill., and Rochester, Minn., and (b) via Milwau- 
kee, Wis. 


PAN AMERICAN AIR MAIL PAY 


Pan American Airways, Inc., has filed with the Civil Aero- 
nautics Board a petition for the determination of a fair and 
reasonable rate or rates of compensation for the transportation 
of mail by aircraft between the United States and Alaska and 
within Alaska. The proceeding has been docketed as No. 1499. 


INLAND AIR LINES MAIL PAY 


The Civil Aeronautics Board, by an order, has granted a 
petition of Inland Air Lines, Inc., for leave to withdraw its 
petition in No. 753 for determination by the board of the fair 
and reasonable rate of compensation for the transportation of 
mail by aircraft over routes Nos. 28 and 35, and, accordingly, 
has dismissed the proceeding in No. 753. 


SURPLUS AIRCRAFT 


A surplus aircraft advisory subcommittee appointed by 
W. L. Clayton, Surplus War Property Administrator, in a re- 
port recommending policies for the disposal of surplus aircraft, 
made the following statement with respect to transport air- 
craft: 


Transport aircraft. There will be a period of short supply during 
which the Surplus War Property Administrator must effect an equitable 
distribution among domestic and foreign applicants. Ultimately supply 
will exceed demand. Aircraft manufacturers should be permitted to 
act as the government’s sales agents, for a reasonable fee. Aircraft 
should be sold ‘‘as is,’’ leaving purchasers to make their own arrange- 
ments for overhaul and conversion. Methods of disposal: should in- 
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clude lease, cash sale, installment sale. Prices should be uniform to 
domestic and foreign purchasers and should remain firm during the 
disposal period. 


The subcommittee, headed by Chairman Pogue, of the 
Civil Aeronautics Board, said all aircraft and equipment for 
which no permissible uses could be found should be scrapped 
under the supervision and control of the disposal agencies 
within six months after their transfer to that class. 


AVIATION INFORMATION 


The Civil Aeronautics Administration has announced estab- 
lishment of a technical information section in each of its 79 
district offices ‘‘to give pilots, airport and school operators and 
all interested in aviation a complete answer to a wide variety 
of aviation questions.” It said the service would include a 
complete library of necessary information on aircraft of all 
types, engines and instruments. 


PENNSYLVANIA-CENTRAL TRAFFIC 


In the first six months this year Pennsylvania-Central Air- 
lines had a 49 per cent increase in passengers carried as com- 
pared with the corresponding period in 1943, according to J. J. 
O’Donovan, vice-president, the totals having been 149,621 and 
99,761, respectively. In the air express field PCA flew 371,725,- 
189 express pound-miles in the first half of 1944 as against 
336,473,934 express pound-miles in the corresponding period of 
1943, he said. Mail pound-miles totaled 587,450,718 in the 1944 
period, an increase of 126,089,248 pound-miles over the 1943 
period. Passenger-miles totaled 31,932,392, as compared with 
21,645,739 in the 1943 period. 


Taxes and Transportation 


Federal taxes on amounts paid for transportation of prop- 
erty in the fiscal year ended June 30 totaled $215,487,851.87 as 
against $82,556,148.08 in the preceding fiscal year, according to 
annual computations made public by the Bureau of Internal 
Revenue, July 27. 

Corresponding taxes on amounts paid for transportation of 
persons totaled $153,682,607.58 in the fiscal year ended June 30 
as against $87,131,734 in the preceding fiscal year. 

The $5 motor vehicle use tax brought in $134,325,537.83 in 
the fiscal year ended June 30 as against $146,289,284.48 in the 
fiscal year ended June 30, 1943. 

The federal gasoline tax yielded $271,216,501.79 as against 
$288, 785,826 in the preceding fiscal year. 

The tax on transportation of oil by pipeline yielded $15,850,- 
856.83 as against $13,672,086.80 in the preceding fiscal year. 

Employment taxes by carriers totaled $265,011,013.06 as 
against $211,151,242.73 in the preceding fiscal year. 

Federal taxes on amounts paid for transportation of prop- 
erty yielded $18,284,596.43 in June as compared with $13,350,- 
415.46 in June last year while taxes on amounts paid for 
transportation of persons yielded $14,264,552.62 in June as 
compared with $8,207,058.47 in June, 1943, according to the 
Bureau of Internal Revenue. 

Other tax yields for June reported by the bureau included 
the following: Gasoline $21,028,516.51 as against $17,775,566.72 
in June, 1943; oil by pipeline, $1,621,369.95 as against $745,- 





Revenue Freight Leading 


Revenue freight loading the week ended July 22 totaled 
903,034 cars, according to the Association of American Rail- 
roads. This was 17,770 cars or two tenths of one per cent 
below the preceding week, 19,196 cars or 2.2 per cent above 
the corresponding week of 1943, and 47,519 cars or 5.6 per 
cent above the corresponding week of 1942. 


Grain and Live 
grain-prod. stock Coal 
{ 1944 59,723 13,970 176.298 
<«  . ” " rre 4 1943 58,839 13,766 177,715 
1942 46,330 10,636 162,287 
Preceding week July 15.......... 1944 62,536 14,576 180,738 
Per cent increase over............ 1943 1.5 3 
Per cent decrease under.......... 1943 38 
Per cent increase over............ 1942 28.9 31.3 8.6 
Per cent decrease under.......... 1942 
{1944 1,429,869 440,490 5,216,607 
Cumulative 30 weeks to July 22. {1943 1,447,154 397,832 4,781,312 
1942 1,169,807 346,733 4,776,877 
Per cent increase over............ 1943 10.7 9.1 
Per cent decrease under.......... 1943 1.2 
Per cent increase over............ 1942 22.2 27.0 9.2 
Per cent decrease under.......... 1942 





Per cent to 15 year average, 120.2. 


Revenue Freight Car Loading—Week Ended Saturday, 
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586.33 in June, 1943; and use of motor vehicles ($5 a vehicle), 
$7,896,977.70 as against $8,125,103.10 in June, 1943. 

Em ployment taxes by carriers totaled $38, 688,942.74 as 
against $23,967,708.01 in June last year. 


Freight Claim Figures 


The freight claim division of the Association of American 
Railroads has announced that loss and damage to railroad 
freight for the first three months of 1944 increased 45.3 per 
cent over the corresponding period last year. It said the rail. 
roads reported claims for the first quarter of 1943 totaling 
$12,976,012, compared with claims totaling $8,929,431 for the 
first quarter of 1943. Claims for loss and damage to fresh fruits, 
melons and vegetables amounted to $2,007,807 for the first 
quarter of this year, an increase of 37.7 per cent over claims 
totaling $1,458,425 for the first quarter last year, it said. 

The division reported that the ratio of loss and damage 
to rail freight revenue increased from 0.54 to 0.73 for the two 
periods. It said that, for the twelve months ending March 31, 
1944, loss and damage reported by member lines totaled $46. 
096, 945, compared with $34,750,290 for the preceding tw elve 
months, for an increase of 32.7 per cent. 

Summarizing reports by the member lines on freight claim 
office performance, the division said that the number of claims 
unsettled at the end of March, 1944, totaled 432,937, compared 
with 316,597 at the same time last year. It said, however, 
that the railroads had paid 333,429 claims in March, 1944 
compared with only 257,395 in the same month in 1943. 


ey 


FREIGHT CAR REPORTS 

U. S. railroads reported a daily average surplus of 15,627 
freight cars, and a daily average shortage of 2,080 freight 
cars, for the week ended July 22, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,527: 
auto box, 91; flat, 269; gondola, 1,998; hopper, 1,584; and mis- 
cellaneous, 8,158. 

The shortage was made up as follows: Plain box, 1,686: 
auto box, 94; flat, 202; gondola, 23, and hopper, 75. 


i. C. C. ACCIDENT REPORT 

Had there been a distinctive sign to indicate the clearance 
point at the end of a siding, said the Commission, by Chairman 
Patterson, in a report, Investigation No. 2806, covering an acci- 
dent on the Santa Fe at Hamlet, Colo., in which there was a 
side collision between two passenger trains, the accident would 
not have happened. The report showed that one of the passen- 
ger trains had entered the siding and signaled to the other train 
that it was into clear on the siding, but that the enginemen 
of the train in the siding misjudged the distance to the clear- 
ance point. Two passengers were killed, and 58 passengers, 
4 dining-car employes and one chair-car attendant were injured 
as a result of the accident. 


R. R. PERFORMANCE INQUIRY 


The Senate military affairs war mobilization subcom- 
mittee, of which Senator Kilgore, of West Virginia, is chair- 
man, will hear witnesses for the railroads at a hearing sched- 
uled to begin August 10. The hearing will be held as the re- 
sult of charges made by Senator Kilgore and Wendell Berge, 
Assistant Attorney General, that the railroads suffered, in 
effect, from industrial backwardness. The railroads answered 
these charges in a vast amount of data filed with the subcom- 
mittee June 1 (see Traffic World, June 3, p. 1509). Arrange- 
ments were made to have oral testimony also. 
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Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
14,669 50,737 84,468 102,481 400,688 903,034 
14,110 47,688 88,567 97,316 385,837 883,838 
13,875 54,134 90,324 87,588 390,341 855,515 
14,249 48,523 86,729 101,302 396,151 904,804 

4.0 6.4 5.3 3.8 2.2 

4.6 
ae | 17.0 2.7 5.6 

6.3 6.5 
446,999 1,306,743 1,366,653 3,087,595 11,207,217 24,502,173 
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¢. ef C. and Transport 


The Chamber of Commerce of the United States announced, 
July 27, the results of referendum votes taken to complete a 
recently proposed program of Chamber policies on transpor- 

tion. 

i Tine membership approved two committee reports recom- 
mending modification of existing restrictions on operation of 
control of one form of transportation by another, and proposing 
qa joint federal-state-local program for development of a coun- 
try-wide system of airports. The Chamber’s transportation com- 
mittee, which prepared the reports, consists of representatives 
of air, rail, highway and water transportation, shippers and 
other general business interests. 

The referendum on relations between the different branches 
of transportation aroused intense interest among the Chamber’s 
membership, according to the announcement. It brought wide- 
spread submission by interested and competing transportation 
interests of arguments to the voting organizations from points 
of view of the several branches of transportation affected. After 
considering the committee report, the membership voted by 
large majorities to support the committee’s propositions, which 
thus become a part of the Chamber’s over-all program. 


“There has been similar controversy over a number of 
Chamber referenda in the past,” the national C. of C. said. “In 
quite a number of cases one or more recommendations have 
failed to muster the two-thirds vote required for adoption. In 
fact, on several occasions whole referenda have been beaten 
and in a few cases particular recommendations have brought 
out a two-thirds opposition vote committing the Chamber 
against them.” 


Transport Control and Coordination 


The specific committee recommendations respecting forms 
of transportation, with the votes cast, were: 


Operators of one form of transportation service should be permit- 
ted by law to operate other forms within reasonable territorial limits 
upon making an adequate showing to the appropriate regulatory au- 
thorities that it would be in the public interest and would not unduly 
restrain competition; 1,483 votes in favor; 352 opposed. 

Operators of different forms of transportation should be encouraged, 
under proper safeguards in the public interest, to coordinate their 
services through contractual arrangements; 1,687 votes in favor, 188 
opposed. 


“The airport system, recommended to replace past hit-or- 
miss arrangements, in general parallels the federal-aid highway 
system, approved by the Chamber, and which has given good 
results,” said the national Chamber. ‘“The main responsibility 
for planning and financing of airports is placed upon the states 
and localities concerned, but at the same time a coordinating 
participation by the federal government is proposed. 


Financing of Airports 


“The report recognizes that, because relatively few airports 
are specialized for use by airlines only, and in the vast majority 
of cases airports must also be prepared to serve unorganized 
private fliers and casual commercial fliers, it would be imprac- 
ticable to require owners and operators of airplanes to provide 
their own landing facilities.. Privately owned airports, the report 
holds, have an important place and should be fostered but can- 
not be depended upon to meet all needs. Airports must there- 
fore largely be provided by public authority. However, follow- 
ing the broad principle applied in the case of railways and 
highways, which in their development period received substan- 
tial government assistance of one kind or another, the referen- 
dum advocates that publicly owned airports should, as soon as 
practicable, be put on a self-sustaining basis.” 

The airport policies approved in the referendum follow: 


1. To replace the recent trend toward financing of airport con- 
Struction mainly by the federal government and direct appropriations 
for particular airport projects, a federal-aid airport system should be 
established. 

2. Federal funds for airport should be matched by at least equal 
amounts of state or local funds for the same uses. 

3. Federal funds should be restricted to grading, drainage, con- 
struction of runways, lighting and other safety features. 

4. *ederal funds should be apportioned by an equitable formula 
taking account of the needs of the various states and localities from 
the viewpoint of a nationwide airport system, with due consideration 
to the provision already made of airports from defense and war 
expenditures. 

_5. State or local jurisdictions should be required to provide land, 
buildines and maintenance. 

6. A major part of such a program should be reserved for periods 
of low business activity. 

: 7. Administrative and financial responsibility for airport work 
should be concentrated in a single agency in each jurisdiction—fed- 
tral, state and local. 

8. There should be airport planning surveys in each state to be 
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conducted in cooperation with the federal agency, on the one hand, and 
local airport authorities, on the other. 

9. Plans for airport systems should recognize that privately owned 
and operated airports constitute approximately one-half of the total 
number of existing airports, although a much smaller fraction of the 
total expenditures thereon, and that these private airports represent 
investments of great importance to future development of aviation. 

10. Governmentally financed airport projects which would result 
in destructive competition with existing private airports serving the 
same areas and types of aviation service should not be undertaken. 

11. Publicly owned airports should as soon as practicable be put 
on a self-sustaining basis. 


“In the voting on airport policies,’ the U. S. Chamber re- 
ported, ‘recommendations Nos. 1 to 5 and Nos. 7 to 11 carried 
by wide margins, averaging about 1,825 in favor to 118 opposed. 
On recommendation No. 6 the vote was 1,443 to 457, showing 
that a substantial number of organizations felt it unwise to 
delay completion of the airport program for the purpose of 
coordinating a part of the construction program with low points 
in the business cycle. The preponderance of opinion, however, 
as expressed by the Chamber’s membership was in favor of the 
proposal. It carried by a moderate margin over the two-thirds 
vote required.” 


Army Transport Performance 


As the U. S. army transportation corps prepared to mark 
its second birthday, Major General C. P. Gross, chief of trans- 
portation, U. S. army, reported that more than 4,000,000 troops 
and more than 63,000,000 ship tons of supplies had been trans- 
ferred from the United States to 127 overseas ports through- 
out the world in the period from December, 1941, through June, 
1944. 

General Gross said that since Pearl Harbor the army had 
sent to the European theater of operations alone more than 
18,000,000 ship tons of cargo, “or more than twice the 8,900,000 
ship tons sent to the A. E. F. in the World War.” He stated 
that the volume of army traffic moved overseas in the past year 
showed an increase of more than 100 per cent over that of 
any previous year, and that nearly twice as much cargo was 
shipped in May, 1944, as in May, 1943. Supplies shipped abroad 
a year ago averaged 7% ship.tons of space for every soldier 
going overseas and slightly more than one ship ton for each 
man already overseas, he said, adding that at the present time 
the over-all average had dropped to five ship tons of supplies 
shipped for each soldier, due in part to improved packaging 
and stowing developments. Each man now required one ship 
ton of supplies a month to maintain him overseas, he said. 


Army Shipments Within U. S. 


General Gross made public, also, the following statistics 
on army transportation: 


Troops transported on organized movements by domestic carriers 
in the United States from December, 1941, through June, 1944, totaled 
23,300,000. Of this number, 22,800,000 were carried by rail, and 500,000 
by highway. 

The transportation corps issued troop movement orders for the 
transportation of all troops on organized moves. These troop move- 
ments involved the use of 196,000 coaches, 334,000 sleeping cars, 103,000 
baggage and kitchen cars, and 148,000 refrigerator, box, gondola and 
flat cars. An average of 34 cars was required for each 1,000 men moved. 

A total of 172,800,000 tons of War Department freight and 600,000 
tons of express were moved by the railroads in this 3l-month period. 
Highway carriers moved 14,700,000 tons for the army. 

The transportation corps has a total military and civilian personnel 
strength of more than 350,000, many of them transportation specialists, 
such as traffic managers, shipping men, engineers, railroaders, freight 
and packing specialists. 

Total military personnel amounts to 277,655, exceeding that of any 
other corps in the Army Service Forces, and more than the entire 
prewar American army. Well over half this number, 157,000 to be 
exact, are overseas in nearly 600 different units. WACs in the trans- 
portation corps have doubled in the last ten months. Today over 4,000 
WACs, including 200 officers, occupy 239 different jobs at ports and in 
transportation zones in the United States. More than 650 others have 
gone overseas. 

The corps employs a large number of civilians, 84,000 in all, and 
more than 17,000 of this number are overseas or are crew members 
of Army transports, hospital ships, or small boat companies. 


“Greatest” Traffic Job 


In moving troops and supplies from all over the United 
Kingdom to the staging areas and to the English Channel 
ports, the army faced the greatest traffic management job in 
the world, General Gross said. He added that, to do that job, 
Major General Frank S. Ross, chief of transportation in the 
European theater of operations, set up an elaborate traffic 
regulating system “with the result that troops and their sup- 
plies arrived at the exact pier on split-second schedules set 
for embarkations.” 

“The work of transportation corps shipping specialists be- 
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gan more than a year before D-Day,” he continued. ‘They 
had to plan for the shipping requirements for the invasion. 
Every ship had to be loaded on paper and checked and double- 
checked with tactical commanders and with the navy, which 
was responsible for the safety of vessels at sea. Liberty ships 
had to be converted to MTV’s (motor transport vessels) to 
carry the thousands of vehicles required for the invasion. 

“Transportation corps truck companies on both sides of 
the channel worked night and day without relief. One com- 
pany traveled 225,000 truck miles between D-Day and the 
end of June. ... 

“The army’s soldier-railroaders already are operating 
trains out of the great port of Cherbourg and soon they expect 
to run the 371 kilometer (230-mile) line to Paris.” 


General Gross observed that railroad men in the trans- 
portation corps had, moved to the Soviet Republic, over the 
Trans-Iranian Railroad, most of “the 3% million long tons of 
supplies discharged at Persian Gulf ports from October, ‘1942, 
through June, 1944. He said that captured ports were operated 
by transportation officers who were responsible for keeping 
supplies flowing up to the fronts. The transportation corps, 
he stated, now operated 17 hospital ships for the army. He 
added that by the end of 1944 a total of 24 hospital ships would 


be at sea and that the hospital fleet would have a total capac- 
ity of 14,000. 





Shipping of Ammunition 


“Army Ordnance is constantly developing speedier methods 
of shipping invasion ammunition to global fighting fronts,” says 


the War Department in telling of improvement in packing am- 
munition for shipment. 


When the war began, small arms ammunition was custo- 
marily shipped and warehoused in boxes weighing from 75 to 


100 pounds, it said. The boxes had to be handled one at a 
time, it said, adding: 


Today; a method of pallet or bundle shipping has been developed 
and, at the inland Ordnance Depots, the boxes are now handled by 
fork trucks in steel-strapped pallet loads averaging about 3,500 pounds. 
In the same unit loads, they make the rail journey to the point of 
trans-shipment, are unloaded, warehoused temporarily if necessary, 
and finally carried into the hold of the ocean transport, all without 
breaking bulk. 

This is a typical example of a long list of advances in handling 
methods by which it has been possible to distribute a rapidly growing 
volume of supplies to the invasion fronts, in the face of a constantly 
dwindling supply of manpower. Constant experimental loading work is 
being carried on by the Savanna (Illinois) Ordnance Depot. 

Ammunition loading advances have also brought about various 
contributory advantages, such as better utilization of storage space, 
better utilization of railroad freight cars by loading and unloading 
faster, and better utilization of ocean transports. ‘ 

Key position in the distribution of battle weapons and ammunition 
is occupied by Ordnance Field Service depots where the materials 
are received from arsenals and manufacturers, classified, and made 
ready for prompt shipment. 

The pallet shipment of bombs and blockbusters presented a most 
difficult problem because of the explosive hazards involved. It was 
necessary to develop a method of blocking, bracing and loading which 
would be approved by the Interstate Commerce Commission and the 
Bureau of Explosives. Ordnance experts at Savanna succeeded in 
drawing up revolutionary new specification for the more efficient pal- 
letizing and carloading of bombs. 

These safety specifications were the result of a comprehensive 
series of experiments in which actual carloads were made up and 
subjected to impact tests at various speeds up to eight miles an hour. 
The railroad cars were pushed by a locomotive and allowed to coast 
into collision with stationary railroad cars, thus causing a greater 
impact than normally occurs even in railroad classification marshalling 
yards. 

The ‘‘bump tests’’ showed that it was possible, with complete safe- 
ty, to increase the number of bombs in each car 47 per cent, to reduce 
the cost of labor and dunnage approximately 50 per cent, and to save 
many railroad cars for other war transportation by\loading to capa- 
city. 

t 


Petroleum Transportation 


Demand for tank cars for the transportation of petroleum 
is growing and it can be met only by “careful planning and 
skillful manipulation,” according to an interim report on oil and 
coal of the Senate’s special committeé fo investigate gasoline 
and fuel oil shortages, made public by Senator Maloney, of 
Connecticut chairman. 

The total mileage of new pipeline construction, pipeline re- 
versals and conversions up to July~1 amounted to 11,563, said 
the committee, adding that the projects to be completed would 
add another 717 miles. It said the total estimated cost of the 
pipeline program was $278,000,000 of which the United States 
government “will have provided $187,000,000 and private indus- 
try $91,000,000.” These figures are exclusive of war projects 
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such as the War Department’s Canol project in Canada “which 
alone will cost the government over $150,000,000.” 

“In the past two years,” continued the committee, “we have 
successfully rebuilt our tanker fleet. This fleet is now serving 
the armed forces and making possible the use of the great quan. 
tities of petroleum which are being produced. It may weil be, 
when the history of this war is finally written, that petroleum 
will prove to have been one of the most vital factors. We have 
been able to fuel almost continuous operations by thousands of 
planes over Europe. We are now able to fuel the new B-29 
bombers, whose range is global. Germany, in recent months, 
has shown less and less ability to fuel its war machine. Recent 
reports indicate that the Germans are increasingly dependent 
on animals for transportation; that they are unable to put plane; 
in the sky. We know that our bombers, flying with our petro. 
leum, have severely impaired Germany’s ability to produce and 
refine petroleum or synthetic petroleum products.” 


Domestic Transportation 


Reviewing the domestic petroleum transportation situation, 
the committee said: 


The domestic petroleum transportation situation has been tremen- 
dously improved. Deliveries of petroleum and petroleum products to the 
eastern seaboard by all means of transportation are being made today 
at a rate in excess of 1,735,000 barrels daily, compared with 1,369,000 
barrels daily in May, 1943. At present, with ocean tankers delivering 
less than 10 per cent of the total, movements to the east coast are even 
higher than the pre-war movements, when tankers were carrying more 
than 95 per cent of this oil. On the other hand, we are supplying to the 
armed forces, from the continental United States, over 1,000,000 barrels 
a day more than in 1941. 

Despite the remarkable progress in petroleum movements to the 
east coast, it cannot be said that the transportation problem is com- 
pletely solved. With the staggering increase in military requirements to 
fuel the invasion in Europe and in other parts of the globe, many trans- 
portation difficulties of increasing magnitude are being encountered and 
must be overcome. At this time the supply of tank cars, not only for 
rail movements to the east coast and west coast but for the myriad of 
diversified movements throughout the country, is particularly tight. 
Only by careful planning and skillful manipulation can the growing 
demands for tank cars be satisfied. 

The railroads are now transporting to the east coast more than 
700,000 barrels daily. In July of last year this movement reached an 
all-time record of over a million barrels per day but at that time ap- 
proximately 45 per cent of the total movement consisted of crude oil, 
more than one-half of which moved on the short haul from Norris City, 
Ill., pending the completion of the second section of the 24-inch war 
emergency pipeline to the New York-Philadelphia area. Moreover, some 
74,000 cars had been made available for service to the east coast and 
approximately 80 per cent of those cars were moved in solid trainloads 
over symbol routes. Today, due to the near completion of the wartime 
pipeline program, less than 30 per cent of the tank cars in east coast 
service are carrying crude oil and nearly all of these are engaged in 
the long haul from the southwest. The remaining 70 per cent are mov- 
ing petroleum products, in many instances from widely scattered points 
of origin to less concentrated destination points in order to serve the 
needs of the armed forces. Because of the changing requirements for 
operating locations of tank cars, the number of cars in east coast service 
has been gradually reduced until it has now reached approximately 
60,000 cars, as a result of withdrawal of cars for other needed services. 
Rail movements of oil to the west coast, which require a substantially 
higher turn-around time as compared to the east coast, have more than 
doubled during the past year and every indication points to a greater 
increase in the months to come. It is thus evident that the railroads 
are making an even greater contribution to the movement of petroleum 
under present conditions than at the time of the peak tank-car delivery 
to the east coast in July of last year. 

While it would be undesirable to attempt to increase the burden on 
the already overloaded railroads, unless absolutely necessary, they 
would in an emergency be able to carry substantially more petroleum, 
provided additional tank cars could be returned to east-coast movement. 
The Association of American Railroads has assured the committee that 
the rail capacity can be provided. It may be necessary to utilize this 
reserve should anticipated tanker tonnage fail to become and remain 
available to move distillate to the east coast. 

There appears to be some shortage of ocean-going barges along the 
eastern seaboard, and this may result in inability to distribute stocks 
quickly. This shortage should be relieved. 


Pacific Coast Situation 


Probably the prime transportation problem within the United States 
in the coming year will involve the Pacific coast and steps are now 
being taken to make sure that sufficient oil will be transported to that 
area to supply not only increasing war needs in the Pacific theater, but 
also civilian requirements. 

Considerable savings will be achieved in transportation to the west 
coast by utilizing the production of the Elk Hills field. This field will 
produce up to 65,000 barrels daily when the present intensive drilling 
program has been completed. This will assure the west coast of an 
additional supply of crude petroleum to help meet demands in the Pacific 
war theater. Requirements in the Pacific area will continue to increase, 
and the Elk Hills contribution to meet this demand will be substantial. 

In summarizing the petroleum transportation situation, the Deputy 
Petroleum Administrator for War has stated, ‘‘Assuming that move- 
ments by tank car, truck, and barge are continued at a high level of 
efficiency; I believe that we can fairly state that our domestic transpor- 
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tation situation has been improved to the point that we now have suffi- 
cient capacity and flexibility to spread equitably over all sections of the 
country the supplies available after the present military demand has 
peen satisfied in full.’’ It must be remembered, however, that military 
demands have increased very substantially since that statement was 
made. As a result, the domestic transportation and distribution systems 
will be taxed beyond the point contemplated by the Deputy Adminis- 
trator, and their ability to meet the situation will depend on the extent 
of the military requirements. 


Tire Shortage and Tank Trucks 


Lack of heavy duty tires threatens to cripple seriously de- 
liveries by tank trucks of gas and oil essentials for military 
movements and vital food production on the home front, accord- 
ing to William R. Boyd, Jr., chairman of the Petroleum Industry 
War Council. 

Prompt allocation by the government of a sufficient number 
of heavy duty truck tires was the only means of avoiding this 
danger now in sight for an oil truck transportation situation 
that was impaired now and disintegrating daily, said he. He 
said there were more than 200 petroleum transport trucks com- 
pletely out of service at this time and the situation was daily 
becoming more critical because of the tire shortage. 

“The Office of Defense Transportation prohibits transporta- 
tion of petroleum products by railroad tank cars under 200 miles 
without special permit, which makes truck transportation of pe- 
troleum even more essential,” Mr. Boyd said. 

“The railroad tank car supply is now estimated to be ap- 
proximately 6,000 cars short which makes the granting of special 
short tank car hauls impracticable. On short hauls one large 
truck transport does the work of at least a dozen railroad tank 
cars.” 

Mr. Boyd said that should it become necessary to press rail- 
road tank cars into services ordinarily performed by the re- 
mobilized petroleum truck transports and others threatened with 
withdrawal from the highways, to supply farmers with petro- 
leum necessities for war food production, it would result in 
fewer railroad tank cars sustaining important invasion deliveries 
to east and west coast ports. 

Imminence of a petroleum truck transport breakdown of 
“punishing proportions,” Chairman Boyd continued, prompted 
P. I. W. C. to present the following formal resolution to the 
Petroleum Administrator for War: 


The prompt supplying of truck tires for petroleum transports is 
essential and something must be done without delay to prevent serious 
interference with supplying the military and agricultural demand or ra- 
tioned civilian requirements. The Petroleum Administrator for War is 
requested to inform the proper officials of the United States Army, War 
Production Board, Office of Rubber Director, Office of Defense Trans- 
portation and Office of Price Administration of this serious situation and 
request them to allocate promptly a sufficient quantity of heavy duty 
truck transport tires not only to get the units now out of operation into 
service but to prevent further disintegration of the petroleum transport 
situation. 


“In order to meet increased essential requirements for crude 
oil the petroleum industry must be provided with necessary ma- 
terials and equipment,” Mr. Boyd said. ‘‘This can only be accom- 
plished by continuing the flow of materials increasing the supply 
of heavy duty trucks and tires, as well as drill pipe, tool joints, 
engines and heavy drilling equipment.” 


Tank Car Diversion Order 


To meet “still-mounting military demands for petroleum 
products at east coast ports,” Deputy Petroleum Administrator 
Ralph K. Davies July 27 requested that 2,000 tank cars be di- 
verted immediately from civilian asphalt service to hauling crude 
oil from the Gulf Coast oil fields to midwestern and Atlantic 
seaboard refineries. 

Action was taken with the joint cooperation of the Office of 
Defense Transportation, which ordered the cars shifted to P. A. 
W. certified essential service, and the Public Roads Administra- 
tion, which immediately advised state road organizations of the 
reduction in asphalt deliveries. 

State road bodies were requested to determine which roads 
Were most in need of repairs and which could be temporarily 
delayed. Arrangements were to be made with asphalt distribu- 
tors to concentrate their shipments of paving asphalt to those 
oe ae road repairing work must continue, said the 

“Sudden shifting of asphalt tank cars to military service is 
only one of a series of similar measures taken during the last 
several weeks to meet the sudden spurt in military requirements 
for petroleum products,” Mr. Davies said. “If military action in 
the European theatre continues at the present or at an accele- 
rated pace, war requirements may mount even higher, in which 
case further inroads into civilian transportation facilities as well 
as Civilian supply may have to be made.” 

The deputy administrator emphasized that stocks of civilian 
petroleum products would be tight not only throughout the east- 
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ern seaboard but, if requirements do not level off, would spread 
into other sections of the country also. 

While advising consumers against over-optimism as to the 
current stock situation, Mr. Davies cautioned against “the 
dangers of unthinking pessimism.” He said: 


There seems to be a ‘‘run’’ on rumors these days. On the one hand, 
we hear many rumors to the effect that there is no need to use gasoline 
sparingly because stocks on the east coast are higher than they have 
ever been during war time. 

This is far from the truth, because while stocks are higher now than 
they were last year at the same time, it must be remembered that we 
have less transportation available for civilian use. Therefore, consumers 
will get through the summer and fall without serious gasoline shortages 
only if incoming supplies plus withdrawals from inventory are equal to 
or greater than consumption. If motorists don’t use their gasoline spar- 
ingly, consumption will exceed the supply and shortages will develop. 

On the other hand, we hear ‘‘scare rumors,’’ which are usually 
started by irresponsible individuals. The usual ‘‘scare’’ story is that we 
are ‘‘running out of gas.’’ Consequently, motorists in an area flock to 
the service stations and buy more than their usual daily quota of gaso- 
line. Then, the stations in the locality really do run out of gasoline. 

If consumers will continue to use their gasoline sparingly and will, 
at the same time, buy only the quantities they usually purchase, local 
or spot shortages will seldom develop. 

We expect to be able to meet the allocated, rationed demands for 
gasoline, So long as there are no “‘runs’’ on service stations, and pro- 
vided, of course, that military requirements do not exceed present fore- 
casts. It goes without saying that the first call on available supplies 
must always go to the military. 


Stocks of civilian grade motor gasoline held at refineries 
and terminals in the United States continued to decline. The 
total stocks were 45,130,000 barrels on July 15, as compared 
with 46,136,000 barrels the previous week. 

The “Big Inch” (24 inch) pipeline pumped an average of 
319,203 barrels daily for the week ended July 22, as compared 
with an average of 316,117 barrels daily for the previous week. 

The “Little Big Inch” (20 inch) pipeline pumped an average 
of 183,965 barrels daily during the week of July 22, as compared 
with 174,280 barrels daily for the previous week. 

Tank car shipments of crude oil and petroleum products into 
the Atlantic seaboard during the week ended July 22, averaged 
718,052 barrels daily, as compared with 726,370 barrels daily in 
the previous week. : 


Industry Manpower Committee 


J. J. Pelley, president, Association of American Railroads, 
has been appointed by Chairman McNutt, of the War Man- 
power Commission, to represent transportation, communication 
and public utilities on a W. M. C. industry associations com- 
mittee. The job of the committee, said Chairman McNutt, 
would be to encourage specific industries and industrial groups 
to cooperate in the exchange of applied new discoveries, ideas 
and methods that had resulted in a reduction of manpower re- 
quirements. The committee also would be responsible, said he, 
for discovering and encouraging the adoption of good manpower 
utilization practices and would aid in removing obstacles in 
the way of fuller utilization of workers. Continuing, he said: 


The committee will work through trade associations and trade 
publications in procuring case histories of tried and proven changes 
and methods that have accomplished a saving of manpower. These 
methods have succeeded, in many cases, in reducing absenteeism and 
labor turnover; in substituting women, older workers, youths, and 
physically handicapped workers, thus freeing able-bodied men for vital 
jobs in critical war industries; and, in conserving manpower by the 
installation or change of mechanical practices and devices. 

Information received by the industry associations committtee from 
these case histories of improved manpower utilization will be passed 
on to the appropriate trade associations and trade publications for 
dissemination to industry members for possible application or adop- 
tion. This information will also be transmitted to W. M. C. regional, 
state and local area offices for use in developing fuller manpower 
utilization. 

The program is a voluntary one. Its success will depend on the 
full support and cooperation of industry and labor. It should result in 
mutual benefit to both worker and employer. 

We are now faced with an increasingly critical manpower situa- 
tion and every possible way in which fuller utilization of workers and 
conservation of manpower can be accomplished must be adopted. In- 
dustry-wide participation on a national scale will help greatly in alle- 
viating the situation. 


MIDWEST TRUCK WAGE CASE 


In President Roosevelt’s absence from Washington, there 
had been no White House action on the Midwest Operators’ 
Association case that the National War Labor Board had re- 
ferred to the President, it was stated July 27 by a spokesman 
for the board (see Traffic World, July 8, p. 89, and July 15, 
p. 147). It was learned, however, that the case, involving fail- 
ure of certain truck operators to make effective wage increases 
ordered by the board, had been the subject matter of confer- 
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ences of War Labor Board officials with the Attorney General 
and with the Office of Defense Transportation. 


Track Drivers’ Wages 


The average union wage for motor truck drivers in 75 
cities surveyed by the Bureau of Labor Statistics of the De- 
partment of Labor, as of July 1, 1943, was 94.4 cents an hour. 
Helpers averaged 77.1 cents an hour. The average for the com- 
bined groups was 91.9 cents. The results of the survey are 
published in Bulletin No. 771 of the United States Bureau of 
Labor Statistics. The bulletin contains data heretofore made 
available plus additional data. 

A majority of the drivers (58 per cent) earned between 
80 cents and $1.05 an hour, while a majority of the helpers 
(54.7 per cent) received rates between 70 and 90 cents an hour, 
according to the bulletin. On the basis of comparable quota- 
tions, it said, hourly wage rates advanced 4.6 per cent for 
drivers and 4.7 per cent for helpers in the 13-month period 
from June 1, 1942, to July 1, 1943. 

The average basic workweek was 46.4 hours for drivers 
and 46.2 for helpers while the range in weekly hours was from 
32 to 78, said the report. About 39 per cent of the drivers 
and helpers. had a 48-hour workweek, 26.5 per cent had a 40- 
hour week, and 11 per cent worked a basic 44-hour week. The 
weekly hours of 97 per cent of the drivers and helpers remained 
unchanged in the 13-month period preceding July 1. 

The bureau explained that the figures were for city truck- 
ing primarily, although over-the-road drivers were included 
when they were paid on an hourly rather than a mileage basis. 
It said the term “truck drivers” covered “a heterogeneous 
group of occupations, such as drivers of building and excavating 
trucks, coal trucks, ice trucks, general hauling and transfer 
trucks, delivery trucks hauling various and miscellaneous com- 
modities, and express and freight trucks.” 


MEXICAN RAIL LABOR 


Ten thousand additional Mexicans are to be brought into 
the United States for employment as track and maintenance 
of way workers on railroads, the War Manpower Commission 
has announced. 

Arrangements for recruitment and entry of the Mexicans 
have just been completed with the Mexican government. The 
importation of these Mexicans will raise the total number 
brought in from the neighboring republic for work on railroads 
to — 50,000, according to the W. M. C. Continuing, 
it said: 


The Mexicans are assigned to 29 railroads. They may not engage in 
work other than on railroads, under the agreement with the Mexican 
government. However, other Mexicans have been brought into this 
country under the sponsorship of the Department of Agriculture for 
agricultural work. 

Mexicans brought into the United States for work on railroads 
are under individual contract for six months. The contract is between 
the worker and the United States government. The contract is sub- 
ject to renewal. 

Recruitment of the Mexicans is conducted by the Railroad Retire- 
ment Board under the supervision of W. M. C. Ten per cent of the 
earnings of the Mexican workers employed on the railroads is deducted 
from the workers’ pay and deposited with the National Bank of 
Mexico for the account of the workers. The Mexican government has 
no direct claim on any part of the wages. An additional 3% per cent 
deduction is also required by the railroad retirement act. 


TRAINING MEXICAN RAIL WORKERS 


The Office of the Coordinator of Inter-American Affairs 
has announced that one thousand railway mechanics and helpers 
now employed by the National Railways of Mexico are coming 
to the United States for special training over a two-to-six 
months’ period in order to learn North American shop methods 
and to familiarize themselves with modern North American 
equipment and tools. Arrangements for the training projects 
have been made by the Office of Coordinator of Inter-American 
Affairs with the cooperation of the Mexican government, the 
National Railways of Mexico, the Railway Trades Department 
of the American Federation of Labor, and United States rail- 
road management. The basis of the plan, said the announce- 
ment, was the collaboration between Mexico and the United 
States in the development of strategic resources for war needs, 
the National Railways of Mexico being essential in the move- 
ment of certain materials and minerals vital for war purposes 
to the United States. 

Under the plan, free transportation for the trainees is pro- 
vided by the National Railways of Mexico and the railroads in 
the United States. At present there are 60 Mexican railway 
workers engaged in training at a railroad shop in St. Louis, Mo., 
according to the announcement. Each trainee will have a per- 
mit to remain in the United States not more than six months. 
It was emphasized the Mexican railway workers were to be 
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here for training only and that they would not become citizens, 
employes of the United States railroads, or acquire any rights 
or duties under the railway labor act, railroad retirement act, 
or railroad unemployment insurance act. 


JAPANESE-AMERICANS ON ILLINOIS CENTRAL 

The Illinois Central, faced with the threat of a strike at 
10 a. m., July 28, by its maintenance of way employes, took out 
of service 59 Japanese-American track workers it recently hired 
at the suggestion of the War Relocation Authority. Spokesmen 
for the railroad said the Japanese-Americans had been taken 
out of work that day pending further discussion with represen- 
tatives of the W. R. A. and of the 16 operating and non-operat- 
ing unions representing Illinois Central employes. 

Frank L. Noakes, general chairman of the Illinois Central 
branch of the Brotherhood of Maintenance of Way Employes, 
A. F. of L., issued an ultimatum to the railroad, July 25, de- 
manding that the Japanese-Americans be discharged because 
members of his union had voted not to work with them and 
because they “are dangerous and may sabotage our vitally 
needed railroad transportation system.” He held to that position 
this week despite attempts by railroad officials and W. R. A. 
representatives to convince him that the Japanese-Americans 
were of the “second and third generations” and were patriotic 
American citizens. There are 8,000 maintenance of way em- 
ployes on the Illinois Central. 

Members of seven shop crafts having members on the rail- 
road, meeting July 27, went on record as unwilling to work 
“with Japs or war prisoners under any condition.” Chairmen 
of all 16 unions having members employed by the company, will 
meet to discuss the matter July 31. 


Post War Merchant Marine 


Frank J. Taylor, president of the American Merchant 
Marine Institute, an organization made up of the heads of 
most of the American ship companies, in a statement sum- 
marizing the outlook for American shipping after the war, 
predicted that postwar passenger travel by Americans on 
American ships would surpass all previous records. 

“This global war,” he said, “has accomplished much in 
making the American public travel-conscious. When the war 
ends a tremendous pent-up desire for travel will be unleashed,” 

He said future American passenger liners would not be 
of the superliner class, such as the Normandie or Queen Mary, 
but rather of the America’s size, of about 25,000 gross tons. 

“The problem of replacement for vessels lost during the 
war is important,” he said. “It has been estimated that up- 
ward of fifty per cent of our pre-war merchant marine has 
been lost through enemy action or taken over permanently 
by the armed services.” 

He predicted that many new ships of special type would 
be added to the nation’s merchant marine. In addition to 
passenger vessels, there would be urgent demands for ocean- 
going ore carriers, colliers, and refrigerated vessels, the latter 
to be used to bring native tropical fruits and other things 
of food value to this country, said he. 


HOLZBORN ON WATER TRAFFIC 


Ernst Holzborn, head of the waterways transport depart- 
ment, Office of Defense Transportation, reported to Director 
Johnson, July 26, that traffic moving on the nation’s rivers and 
other inland waterways would this year be the greatest in his- 
tory. He said that water tonnage for 1944 “bids fair to leave 
the 1942 and 1943 figures behind,” pointing out that latest 
available figures, those for the 1942 movement, showed a total 
of 589,000,000 tons shipped on the Great Lakes, the New York 
State Barge Canal, the Mississippi River System, the intra- 
coastal canals, and their connecting channels. 

He said that, because of wartime transportation require- 
ments, practically every available barge, towboat, tugboat, and 
cargo ship had been placed in service, and that the demand 
for tank barges, particularly on the Mississippi River, could 
not be met in full. He said he believed that not many people 
in the nation were aware of the extent of the nation’s inland 
waterways facilities. He discussed in general the existing water- 
way routes, the direction and flow of various types of water- 
way traffic, and the importance of interchange of petroleum 
traffic between barge lines and pipelines. 


NEW STEAMSHIP CONFERENCE 
Agreement No. 7620, between American Export Lines, Inc., 
and Kerr Steamship Co., Inc., has been filed with the Mari- 
time Commission for approval under section 15 of the ship- 
ping act, 1916, as amended. It provides for the formation 
of a new conference to be known as the U. S. Gulf-Atlantic 
and Indiana, Ceylon and Burma Conference, to cover the trans- 
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portation of freight from United States, Atlantic and Gulf of 
Mexico ports to ports in India, Ceylon and Burma and the 
establishment and maintenance of agreed rates, charges and 
practices in connection therewith. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued current 
export bulletins Nos. 180, 181 and 182, containing various items 
relating to export regulations, including regulations relating 
to cotton textiles (No. 180), revision of the general license for 
shipments of limited value (No. 181) and agricultural equip- 
ment, wheat flour to Mexico, cotton and jute bags, etc. (No. 
182). 


Truck Tire Shortage 


“The number of large truck and bus tires allotted to the 
Office of Price Administration for rationing during August is the 
smallest since rationing began,” O. P. A. Administrator Chester 
Bowles said July 27, adding: 


The August quota of 60,000 of size 8.25 and larger, including reserves 
held at national, regional and district offices, is far below the total re- 
quired to provide tires for all trucks and busses needing them. 

As a result of the reduction, O. P. A. has authorized district offices 
to form temporary emergency truck tire rationing panels to pass upon 
applications and issue certificates for heavy truck and bus tires, since 
the total quota is too small for effective division among the country’s 
5,500 local War Price and Rationing Boards. 

Although there is a possibility that additional large truck and bus 
tires can be made available for rationing later on, at this time the quota 
for August, certified to O. P. A. by the Office of Rubber Director, is 
only 60,000 truck tires of size 8.25 and larger. This is less than half the 
quota of 135,000 certified for July. 

During the last four months the quota has averaged between 125,000 
and 130,000 heavy duty truck tires monthly. The Office of Defense Trans- 
portation estimates that a minimum of 165,000 large size tires are needed 
each month during the third quarter to keep the present number of 
trucks and busses on the road. 

Meanwhile, to meet the problem of rationing out the greatly reduced 
quota of 60,000 tires now certified (an average of less than a dozen tires 
for each of O. P. A.’s 5,500 local boards), the temporary panel expedient 
has been adopted. 

Under the temporary plan, truck and bus operators will continue to 
apply for tires to their local boards. Instead of the board passing finally 
on the applicant’s need, however, the application will be routed to a 
special truck tire rationing panel. 


The War Production Board announced that, “to avert a 
shortage of heavy-duty military tires, which army officials said 
might have the effect of modifying strategic plans by overseas 
commanders, and which consequently might slow up American 
offensives and prolong the war, there will be a sharp reduction 
in the quantity of heavy truck and bus tires that are to be made 
available for essential civilian transportation in this country 
during the next two months.” 

This announcement came after the full board of W. P. B. 
reviewed the entire heavy tire situation and agreed that the 
army’s requirements for heavy tires must be met at all costs, 
even though that involves serious risks in the field of absolutely 
essential civilian transportation, said the W. P. B., adding: 


This means that the Office of Defense Transportation supplies of 
replacement tires will be reduced from the estimated requirements of 
495,000 to between 190,000 and 230,000 for the third quarter, the exact 
quantity depending on the extent to which tires are used for replace- 
ment instead of new equipment. Consequently, tires available for bus 
and truck use will be sharply curtailed and W. P. B. is calling upon all 
shippers and others concerned with the bus and trucking situation to 
reduce their requirements for transportation wherever possible to meet 
this situation. 


The board agreed that the needs of the army for heavy-duty tires 
for current operations are so urgent that they must be met even though 
domestic transportation is seriously handicapped. Army officials at the 
board meeting said that the service’s stated requirements for these tires 
during the third quarter have been rigorously screened, but agreed to 
make a careful re-screening to make absolutely certain that no tires not 
urgently needed for military operations are taken from the domestic 
economy. 

Every move possible to increase the production of heavy-duty truck 
and bus tires will be made. In this way, it may be possible to get a 
sufficiently increased volume of production during the next 60 days to 
take care of the most urgent needs advanced by the Office of Defense 
Transportation. 

It was announced that W. P. B. will at once call the tire manufac- 
turing industry together to plan an immediate stepping-up of production. 
The board emphasized that the industry must find ways to augment the 
Production of heavy-duty tires without delay. 

The domestic non-military original equipment tire requirements will 
be reviewed to see whether up to 40,000 tires may be released from this 
~program to meet the critical domestic transportation needs for replace- 
ment tires. The Foreign Economic Administration will reduce its orig- 
inal equipment requirements by 7,100 tires and its replacement tire pro- 
gram by 27,900 tires. It is hoped that this cut in requirements of Allied 
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countries will be partially overcome by tire production in other countries 
—particularly from South American Allies. 


O. D. T. Statement 


Director Johnson, of the Office of Defense Transportation, 
said that the number of heavy and medium duty truck and bus 
tires for rationing in the current three months’ period was 
“grossly inadequate to meet even the basic minimum require- 
ments of essential rubber-borne transport services.” A serious 
curtailment of essential transportation was in prospect, he said, 
and continued: 


On June 10 the O. D. T. warned the nation’s truck and bus operators 
there would be a shortage of medium and heavy duty tires for replace- 
ment purposes during July, August and September. 

At that time the official allocation to the O. D. T. would have per- 
mitted rationing at the rate of from 135,000 to 140,000 tires a month in 
sizes 8.25x20 and up. July rationing proceeded on that basis with a 
quota of 135,000. 

On July 3, O. D. T. was notified that Office of Rubber Director’s 
revised allocation would permit the rationing of heavy-duty tires at the 
rate of only 57,000 a month. Since then O. D. T. has exerted every effort 
to obtain a substantial increase in allocations. 

These efforts have failed. W. P. B. advised that it has found it 
impossible to restore the O. D. T. allocation to a reasonably adequate 
level, due to the production shortage and the necessity of meeting re- 
quirements which the military considered absolutely essential. Steps 
contemplated by W. P. B. will provide an absolute maximum of only 
73,000 tires monthly, of which increase more than 50 per cent will come 
from the diversion to replacement purposes of tires previously set aside 
for the O. D. T.’s new vehicle production program. 

As a result of this decision, W. P. B. has certified to the O. D. T. 
a priority and preference list designed to indicate the classes of services 
which must be maintained, and in what order of preference. 

Under present arrangements, the Office of Price Administration is 
handling the allocation of the large size tires fo operators, using this 
list as an aid in its determination. 

O. D. T. will, of course, exert every effort to assist O. P. A. in this 
task and may, as the necessity arises instigate various conservation 
measures. 


The O. D. T., as claimant agency for tires for civilian use, 
had appealed to the W. P. B. for an increase in the heavy duty 
truck tire quota for the third quarter. 

Officials of the American Trucking Associations, Inc., had 
been warned that a quota of 60,000 tires for August would be 
announced and had urged that the quota be increased (see 
Traffic World, July 22, p. 213). They said July 27 they did not 
know what further action they would take but that the situation 
was critical. 

The priority and preference list referred to by Director 
Johnson in his statement gave first rank in essentiality to city 
and suburban bus lines, intercity bus lines, and city and inter- 
city tank truckers. Second rank was given intercity all-com- 
modity truck lines and intercity all-commodity agricultural 
products truck lines. Intercity and local carriers of household 
goods were accorded fourth rank. Carriers offering mixed 
service, intercity carriers of limited commodities and city 
trucking and drayage companies are to be rated according to 
the preponderance of traffic carried. ' 


Chicago Meeting 


Truck operators, attending a meeting at the Medinah Club, 
Chicago, July 24, called by the Central Motor Freight Associa- 
tion, were pessimistic as to the outlook for continued opera- 
tion of a large proportion of common carrier trucks in the 
Chicago area unless some relaxation of tire curtailment orders 
was obtained immediately (see Traffic World, July 22, p. 213). 
Some estimates were that as many as 50 per cent of the trucks 
now operating would have to be laid up within 30 days unless 
tire relief was forthcoming. 

Harry A. Chaddick, American Transportation Company, 
said that seven per cent of such trucks were now out of service 
and that the percentage was expected to increase to ten by the 
beginning of August. He criticized the armed forces for waste- 
fulness, citing an outdoor storage lot in Chicago where, he 
said, more than a hundred Navy trucks had stood, exposed 
to the weather, for more than a year, with the result that the 
tires were entirely ruined. One midwestern truck producing 
factory, he said, had more than 50,000 heavy-duty tires on hand 
which it would not use for several months. Such manufac- 
turers, he contended, could operate on a thirty-days’ supply of 
tires. Meanwhile, he added, Chicago for-hire truckers had more 
than 600 vehicles idle for want of tires and were operating 
nearly 9,000 more without spares. 

John L. Keeshin, Keeshin Motor Express, criticized the 
red tape required to obtain new tires. First, he said, the oper- 
ator had to find a suitable tire. Then he had to go to the 
O. P. A. for a certificate with the result, that by the time he 
got back, the tire had been sold to someone else. 

Earle Dunne, O. P. A. tire rationing representative in the 
area, promised some relief from the red tape. Harry Gormley, 
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regional director, O. D. T., said the truckers were partly at 
fault for what was alleged to be an insufficient tire quota for 
the area, because they had been tardy in supplying the neces- 
sary information. 

Major Alex Baxter, U. S. Army transport command, and 
Frank Purse, regional director of the Commission’s motor 
carrier bureau, were present. 


Synthetic Rubber Program 


Col. Bradley Dewey, Rubber Director, announced July 25 
- he had recommended discontinuance of the Office of Rubber 
Director, the establishment of a rubber division in the War Pro- 
duction Board, and submitted his resignation as director, effec- 
tive September 1. The reason for his recommendations, he said, 
was that the recommendations made by the Baruch rubber sur- 
vey committee had been carried out by the Office of Ruber Di- 
rector, and “there is no further need for the broad powers which 
were given to the Rubber Director.” 

James F. Byrnes, director of the Office of War Mobilization, 
write Col. Dewey that in view of the statements contained in a 
special report submitted by the Rubber Director he approved 
the recommendations and recommend to the President that he 
rescind Executive Order 9246 establishing the Office of Rubber 
Director. C. E. Wilson, executive vice-chairman of the War 
Production Board, wrote Col. Dewey that his recommendations 
as to the setting up of an appropriate W. P. B. division to handle 
the synthetic rubber program would be carried out. Both Direc- 
tor Byrnes and Mr. Wilson commended Col. Dewey and his asso- 
ciates for their accomplishments. 


Present Production Status 


“Today a synthetic rubber industry has been established so 
that during the three months ending June 30 synthetic rubbers 
were made at the rate of 836,000 long tons per year,” said Col. 
Dewey, who added that the problem now was that of manpower 
for building tires. 

“The country is now independent of rubber from the Far 
East,” said he. 

Col. Dewey reported that a stockpile of over 100,000 tons 
of crude rubber was still on hand “and a stockpile of 104,000 
tons of synthetics has been built up.” In the second quarter of 
this year, he reported, 209,004 long tons of synthetic rubbers were 
made, bringing the production for the first half of the year to 
376,087 tons. 

In a press conference, Col. Dewey said that on discontinu- 
ance of the Office of Rubber Director he would resume his work 
in private life as president of the Dewey & Alney Chemical Co. 
at Cambridge, Mass. He became rubber director since early in 
September, 1943, when he succeeded William M. Jeffers, whom 
he had served theretofore as deputy rubber director. 

Col. Dewey told reporters that imports of crude rubber 
before the war ranged from 550,000 to 650,000 tons annually. 
He said that, although the number of passenger car tires now 
being built was only about half the pre-war annual average, the 
total tonnage of tire production now was greater than the an- 
nual total before the war because of a vastly greater output of 
truck and bus tires. He said he believed that ‘“‘the organizational 
setup from here on” would get more tires for army and essential 
civilian driving, because, he added, the production executive 
committee of the War Production Board would be “the ideal 
body to insist that adequate manpower be provided.” 


Sixth Progress Report 


In his sixth progress report, issued at the press conference, 
Rubber Director Dewey said that “less than 6,000 additional 
workers—about half the number to be strong, husky men—stand 
between the present shortage of tires and an ability to meet all 
essential requirements.” He said that production of cotton tire 
cord, or “cotton duck,” for passenger car tires was a limiting 
factor, and that “military demands for tents are now so great 
that there is little hope of improvement in the tire cord situation 
and grave danger that any worsening of the manpower situation 
in the tire cord plants might cut into the production of passenger 
tires by several million tires.” 

There was, however, an adequate supply of rayon cord, used 
in the making of heavy-duty truck and bus tires, and the prob- 
lem as to production of such tires was, therefore, essentially one 
of manpower and efficient use of available manpower, he said. 

He stated in the progress report that the primary con- 
struction of ‘‘all of the more than 50 plants in the original rub- 
ber program” for the manufacture of butadiene, styrene, Buna 
S, neoprene and butyl, had been completed and that the plants 
were operating. He said that “until such time as ways are found 
for the plants to go into private hands,’ the Rubber Reserve 
Company would be “fully qualified to oversee and coordinate 
the efforts of the many outstanding companies selected by them 
to operate the synthetic rubber plants and to oversee the trans- 
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portation and storage of the resultant synthetics as well as the 
crude rubber stockpile.” 


Heavy-Duty Tire Problem 


The use of facilities for building large size airplane and 
“combat-runflat” tires, he said, competed directly with those for 
heavy duty truck and bus tires of sizes from 9.00 through 14.00 
cross-section. Therefore, he added, the requirements for tires 
of those sizes could not be met until the available facilities had 
been fully manned and used for the manufacture of tires in “the 
higher groups.” 

He showed that the estimated production of truck and bus 
tires of sizes 9.00 through 14.00 in 1944, on the basis of present 
conditions, would be 2,597,000 units, as against total estimated 
requirements of 3,883,000 units and production capacity, based 
on full use of all facilities, of 3,145,000 units. For the first quar- 
ter of 1945, he said, the estimated output of such tires would be 
900,000 as against requirements of 1,050,000 units and production 
capacity for 1,030,000 units, and for the second quarter of 1945, 
the estimated output would be 950,000 units, as against esti- 
mated requirements of 1,100;000 and production capacity for 
1,097,000. 

Except for the cotton cord and manpower shortages, he 
told reporters, the existing rubber plants could turn out “all the 
rubber we could possibly use.’”’ He said he believed that the 
world demand for rubber after the war would be “infinitely 
larger” than it was before the war, and that there would be an 
ample market for both synthetic and crude rubber. 


Tire Maintenance 


A new simple method for detecting slow leaks in tires of 
automotive vehicles so as to minimize the possibility of “flats” 
along the highways is outlined in detail in a pamphlet issued 
by the mantenance section of the Office of Defense Transporta- 
tion’s highway transport department. Surveys and careful tests 
had revealed, the O.D.T. said, that slow leaks were responsible 
every day for “needless destruction and premature wear” of 
millions of tires and tubes on automobiles, trucks, busses and 
tractors. 

The simple test suggested by the O.D.T. is as follows: 
(1) make certain valve caps have been screwed on finger-tight 
and that each cap has a rubber washer; (2) before adding air, 
test and record the pressure in each tire; (3) check the varia- 
tions in tire pressures—marked differences in pressure indicate 
slow leaks and the tires showing abnormal losses should be 
removed for immediate inspection and repair. 

Single copies of the pamphlet, entitled “How to Prevent 
Roadside Flat Tires,” may be obtained without charge from 
the Maintenance Section, Highway Transport Department, Of- 
fice of Defense Transportation, Washington 25, D. C. Copies, 
in quantity may be purchased from the Superintendent of Docu- 


— ae States Government Printing Office, Washington 


Truck Shortage and War 


An “emergency appeal” to workers and employers in the 
heavy truck industry to step up their war production im- 
mediately to meet the need of the armed forces for trucks was 
issued by the War Department following a three-day confer- 
ence of representatives of the truck industry with Lt. Gen. 
Brehon Somervell, U. S. Army, commanding general, Army 
Service Forces; Charles E. Wilson, vice chairman of the War 
Production Board; and other production officials and army 
officers at which General Somervell said that “the 1944 truck 
program will fall short of requirements by more than 80,000 
trucks unless immediate action is taken.” 

Representatives of the foundry and truck manufacturing 
industry, who said they would put their heavy truck produc- 
tion into higher gear, pointed out that the manpower shortage 
was one of their most serious problems and must be overcome 
before speeded up production was assured. General Somervell 
said all components of the truck industry had been puaced on 
the national urgency list of “must” programs allowed the 
highest priority for labor referral through the U. S. E. S. 

“From the Normandy Beachhead up to the St. Lo front 
we are almost entirely dependent upon truck transport—the 
area west of Carenten has been flooded by the Germans, leaving 
but few roads for supply, which places a premium upon the 
—* load per truck to reduce congestion,’”’ General Somer- 
vell said. 


Continued Allied bombings had destroyed many rail- 


roads in France and the Germans would destroy others as they 
retreat, so that again “a premium will placed on truck trans- 
port as the Allies push forward in France,” said he. 

Also, the faster the advances of the Allies became, the 
more demand there would be for trucks so that ammuition, food 
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and equipment could keep their pace, General Somervell said, 
stressing at this point that the rapid advance in Italy had 
peen possible because “our supply lines by truck have kept 
a constant flow forward of ammunition, food, gasoline for our 
planes, medical supplies, and all of the 700,000 items of supply 
our troops require.” 

Forty per cent of our trucks were going to the British, 
Russians and Chinese ‘“‘and are one of the most important items 
of supply America is contributing to these fighting forces,” . 
General Somervell said, adding that American-built trucks 
were today making possible the huge advances of the Russian 
armies “and are hastening the destruction of our enemies.” 

The fact that actual truck production for the “less difficult 
first half’? of 1944 fell short of schedule by 5,531 light-heavy 
and 4,596 heavy-heavy trucks was cited by General Somervell 
in calling for stepped-up production. 

That this increase could be accomplished, he said, was 
shown by the “outstanding job” of the truck industry in the 
past. In 1942 production was increased 265 per cent and this 
was again almost doubled in 1943. 

“We fully realize the magnificent job that industry has 
done in tackling this difficult situation and in effecting rapid 
adjustments in production schedules,” he said. “But a larger 
job challenges our efforts if we are to get this war over at 
the earliest possible date and with the minimum loss uf Amer- 
ican lives.” 





Digest of New Complaints 





No. 29161, Sub. 5, F. H. Vahlsing, Inc., New York, N. Y., vs. Bangor & 
Aroostook et al. 

Alleges that charge of $5 for use of refrigerator car in addition 
to line-haul rate on numerous shipments of potatoes from points in 
Maine to destinations through the United States is in violation of 
sections 1 and 3. Asks cease and desist order, withdrawal of tariffs, 
and reparation. (William J. Augello, general traffic manager, F. H. 
Vahlsing, Inc., 125 Warren St., New York, N. Y.) 


No, 29163, Cardox Corporation, Chicago, Ill., vs. Ahnapee & Western et al. 
Rates and ratings on liquefied carbon dioxide between points in 
the United States in violation of sections 1 and 3, the latter allega- 
tion being founded on rates charged complainant’s competitors for 
the transportation of solidified carbon dioxide. Asks cease and desist 
order, rates, and ratings, (Walter, Burchmore & Belnap, 2106 Field 
Bidg., Chicago 3, Ill.) 
No. 29164, Rudy-Patrick Seed Co., Kansas City, Mo., vs. Kansas City 
Southern, et al. 

Rates on Sudan grass seed and cane seed, from various points of 
origin in Texas and New Mexico to various points in California and 
to Albany, Ore., shipped on various dates beginning in 1940, in 
violation of sections 4 and 6. Asks cease and desist order, rates, 
and reparation. (J. H. Tedrow, 1028 Baltimore Ave., Kansas City, 
Mo.) 


No. 29166, Anderson Brass Works, Inc., Birmingham, Ala., and Contl- 
nental Gin Co., also of Birmingham, vs. Grand Trunk Western, 
et al. 

Rates on soft hot rolled square bars in bent coiled form, moving 
from Detroit, Mich., and Chicago, Ill., to Birmingham and Pratt- 
ville, Ala., and Dallas, Tex., beginning April 14, 1943, and con- 
tinuous to the date of filing of the complaint, in violation of sec- 
tions 1, 3, and 6. Ask cease and desist order, rates, and reparation 
of $30,000. (W. O. McMurry, 218 Chamber of Commerce Bldg., Bir- 
mingham, Ala.) 


No. 29167, Cudahy Packing Co., Chicago, Ill., vs. Baltimore & Ohio. 

Alleges refusal of B. & O. to make settlement of claims on which 
outbound carload shipments of butter, eggs (shell, shelled (egg albu- 
men, whites or yolks) or crystallized, including frozen eggs and egg 
parts), cheese and dressed poultry, moved to Washington Court 
House, O., from points in Kansas, Nebraska, Missouri, Iowa, Illinois, 
Wisconsin, Minnesota, North Dakota, there transited, and shipped 
to various destinations through the United States, moved on govern- 
ment bills of lading, is in violation of section 6(7). Asks cease and 
desist order, and reparation. (Frank J. Madden, 221 N. La Salle 
St., Chicago, Ill.) 


MC C-407, Atlantic & Pacific vs. Ontario Freight Lines Corp. 

Alleges that, on shipments between October 10 and October 30, 
1943, defendant assessed and is demanding charges on higher inter- 
state route rates for which bills of lading show intrastate routing 
or no routing instructions, in violation of section 216(b) and 216(d). 
Asks cease and desist order and that defendant be required to accept 
payment of charges on shipments after October 10, 1943, based on 
lower intrastate rates. (L. Z. Whitbeck, general traffic manager, 
Great Atlantic & Pacific Tea Co., 420 Lexington Avenue, New York 
at, aes. Sad 


MC F-2584, Greyhound Corporation—investigation of control-—Southeast- 
ern Stages, Inc. 

Investigation instituted on the Commission’s own motion to in- 
guire into whether control or management of Southeastern Stages, 
Ine., in a common interest with Atlantic Greyhound Corporation, 
and other carriers affiliated with it, may have been effectuated and 
May be continuing in violation of section 5 (4). 





Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opiwion in answer to any sim 
ple question relating to the law of interstate transportation of 


freight. The same man, with long experience and wide knowledge, 
will answer questions retating to practical traffic problems. We do 
mot desire to take the place of the traffic man but to help him in 
his work. 

The right ts reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this cokwmn, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Sale of Refused or Unclaimed Goods. 


New York.—Question: Can you furnish us with any ruling 
or decision concerning merchandise that arrived at destination 
in bad order and which consignee refused; the carrier selling 
it for salvage without any authority from the shipper? 

The merchandise was consigned to the shipper care of a 
warehouse in another city and when the merchandise arrived 
at destination, the warehouse rejected it and the carrier auto- 
matically sold the damaged merchandise for salvage, without 
contacting us for permission. 


Are we correct in assuming that the carrier admitted re- 
sponsibility for the loss when they resold this merchandise for 
salvage? 


Answer: Paragraphs (b), (c) and (d) of Section 4 of the 
Uniform Bill of Lading Contract Terms and Conditions provide: 


Where nonperishable property which has been transported to desti- 
nation hereunder is refused by consignee or the party entitled to re- 
ceive it, or said consignee or party entitled to receive it fails to re- 
ceive it within 15 days after notice of arrival shall have been duly sent 
or given, the carrier may sell the same at public auction to the highest 
bidder, at such place as may be designated by the carrier. Provided, 
That the carrier shall have first mailed, sent or given to the con- 
signor notice that the property has been refused or remains unclaimed, 
as the case may be, and that it will be subject to sale under the terms 
of the bill of lading if disposition be not arranged for, and shall have 
published notice containing a description of the property, the name 
of the party to whom consigned, or, if shipped order notify, the name 
of the party to be notified, and the time and place of sale, once a week 
for two successive weeks, in a newspaper of general circulation at the 
place of sale or nearest place where such newspaper is published: 
Provided, That 30 days shall have elapsed before publication of notice 
of sale after said notice that the property was refused or remains 
unclaimed was mailed, sent, or given. 

Where perishable property which has been transported hereunder 
to destination is refused by consignee or party entitled to receive it, 
or said consignee or party entitled to receive it shall fail to receive 
it promptly, the carrier may, in its discretion, to prevent deterioration 
or further deterioration, sell the same to the best advantage at private 
or public sale: Provided, That if time serves for notification to the 
consignor or owner of the refusal of the property or the failure to 
receive it and request for disposition of the property, such notification 
shall. be given, in such manner as the exercise of due diligence re- 
quires, before the property is sold. 

Where the procedure provided for in the two paragraphs last pre- 
ceding is not possible, it is agreed that nothing contained in said para- 
graphs shall be construed to abridge the right of the carrier at its 
option to sell the property under such circumstances and in such man- 
ner as may be authorized by law. 


An unauthorized sale of goods by a carrier constitutes a 
conversion. See F. W. Brockman Commission Co. vs. Missouri 
Pac. R. Co., 188 S. W. 920; Standard Lumber Co. vs. Pennsyl- 
vania R. Co., 139 Atl. 881; Dobbins vs. Delaware, L. & W. R. Co., 
163 N. Y. S. 849. 


Where notice must be given the shipper, a sale without 
such notice will constitute a conversion rendering the carrier 
liable for the value of the goods as in other cases of conversion. 
Boshell vs. Receivers of St. Louis & S. F. R. Co., 76 Sou. 282; 
Indiana Harbor Belt R. Co., 296 N. W. 198; Penna. R. Co. vs. 
Gentile Bros. Co., 191 N. E. 369. 


Tariff Interpretation—Effect of Cross Reference to Cancelled 
Tariff 


New York.—We have a question of the application of rates 
as shown in Middle Atlantic States Motor Carrier Conference, 
Inc., Agent, Exceptions to National Motor Freight Classification 
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+ Freight Tariff 10-C, which went into effect March 29, 
1943. 

These Exceptions reflect articles and item numbers as 
shown in NMFC No. 6. However, NMFC No. 7, effective 
Nov. 30, 1943, cancels out NMFC No. 6, which technically leaves 
in effect certain items which the exceptions to the National 
Motor Freight Classification as shown in Tariff 10-C do not 
cover. For example, Item 4380 of NMFC of Freight Tariff 10-C 
does not name Item 24, page 128 of NMFC No. 7. When this 
question came up the truck line people claimed that they were 
going to amend Item 4380 so as to reflect page and item num- 
bers as shown in NMFC No. 7. 

We would thank you to advise just what is the applicable 
rate between the expiration of NMFC No. 6 and the effective 
date of the amendment to tariff 10-C so as to reflect the 
articles and item numbers of NMFC No. 7. 

Answer: Rule No. 20 of Middle Atlantic States Motor 
Carrier Conference, Inc., Agent, MF-ICC No. A-106, Freight 
Tariff No. 10-C (Exceptions to National Motor Freight Classifi- 
cation) reads as follows: 


Where reference is made in this tariff to a tariff, item, note or 
rule, such reference will include any supplemental corrections or suc- 
cessive issues of such tariff, item, note or rule. 


It is stated in your letter that Item 4380 of Freight Tariff 
No. 10-C does not name Item 24, page 128, of N.M.F.C. No. 7. 
This is true. However, the description of this item is the same 
as found on page 125, Item 10 of Classification No. 6, which 
is listed in Item No. 4380. 

Inasmuch as Item 4380 makes reference, during a certain 
period, to a cancelled tariff, it is our opinion that by means of 
the above quoted rule you would use the description provided 
in current Classification No. 7 that corresponds with the item 
and page number referred to in Classification No. 6. 

See, with respect to this question, the report of the Com- 
mission in Peters-Duncan vs. Delaware, M. & V. R. R. Co., 144 
I. C. C. 55, in which case the Commission found that the rate 
assessed by the carriers under their interpretation of the tariffs 
involved was applicable, in that there was a proper cross refer- 
ence to a tariff canceling another tariff to which reference was 
made in a third tariff, even though the cancelling tariff carried 
a somewhat different rate bases number for certain stations 
than was carried in the cancelled tariff. 


Tariff Interpretation—Application of Classification Rules to 
Classification Exception Ratings 


Texas.—Question: A motor block (automobile), un- 
assembled and rated as engine, driving gear or steering gear 
parts NOI, iron or steel, moved from Mt. Pleasant, Texas, to 
Shreveport, Louisiana, subject to the motor carrier rates pub- 
lished in Southwestern Motor Freight Bureau, Inc. Tariff 1-C, 
J. D. Hughett’s MF-ICC No. 97; also Southwestern Motor 
Freight Bureau, Inc., Exceptions Tariff 15-A, Hughett’s MF-ICC 
No. 103.. This motor block was shipped loose. 

Section I of Item 6240, published in Tariff 15-A, ICC 103 
(referred to above) provides a Class 70 exception rating, ap- 
plicable to Basis B-1 on “automobile parts as described in 
Item 10850, 10855 and 10860.” Item 10850 lists “engine, driv- 
ing gear or steering gear parts NOI, iron or steel.’”’ The ques- 
tion in my mind is whether the exception rating referred to 
above is subject to the packing requirements in the National 
Motor Freight Classification No. 7. I am not sure whether 
Item 10 on page 39 of Tariff 15-A covers this question or not, 
inasmuch as it does not appear to be very definite concerning 
packing requirements. You will note by referring to page 18, 
Item 32 of National Motor Freight Classification No. 7 that 
the second class rating therein provided is subject to the pack- 
ing requirements “in packages.” 

Section 12 of Rule 5 provides “when the term ‘in packages’ 
is provided in connection with the separate descriptions of 
articles, such articles, except as specified in separate descrip- 
tions of articles, will be accepted for transportation in any 
container, other than trunks, or in any shipping form other 
than in bulk, loose, or on skids.” 

We have two contentions regarding this shipment. One 
being that the third class, or Column 70 exception provided in 
Tariff 15-A, should apply to the shipments in question even 
though shipped loose. The other being that the rating cannot 
apply, but rather the first class rating must apply by reason 
of the application of Section 6 (a) of Rule 5 (penalty for im- 
proper packing in connection with second class rating provided 
in the Classification). 

There is also a contention that if the Column 70 exception 
rating is subject to the packing requirements of the Classifica- 
tion, thereby making Section 6, paragrpah (a) of Rule 5 
applicable (due to improper packing), that that penalty should 
be applied in connection with the Class 70 rating, resulting in 
an applicable rating of second class. 

In view of the above, will you please advise whether the 
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first, second or third class rating is applicable to the shipmen 
in question ? 

Answer: A similar question was before the Commission jp 
Federal Container Co. vs. Baltimore & Ohio R. Co., 237 I. CA. ¢ 
134. In this case the Commission held that the rating in the 
classification exception tariff was subject to the packing require. 
ments of the classification proper, and that as these packing 
requirements had not been met, the penalty charge imposed by 
the provisions of Rule 5 was applicable. 

The exception tariff involved contains provisions similar jp 
all respects to the provisions of Item No. 10 of Agent Hughett's 
MF-ICC No. 103. 

. It is our opinion that the penalty charge should be applied 
in connection with the Class 70 rating provided for in the ex. 
ception tariff. 


Delivery by Motor Carrier—What Constitutes 


Massachusetts.—Question: We had a shipment of synthetic 
latex in bulk in metal drums, shipped from Connecticut ty 
Boston via motor carrier within the territory covered by New 
England Motor Rate Bureau. These drums, with clamp on top, 
are unloaded on a skid to the ground at our plant. We loaned 
a barrel skid to the driver, also two men to assist him. In the 
course of unloading the cap of one drum became disengaged, 
and part of the contents was lost. We claim negligence on the 
part of the carriers because instead of placing the drum on the 
skid in an upright position and sliding it down so it would lanj 
on the bottom in the same upright position, the driver placed 
it on the skid sideways and let it roll down so that it struck on 
the cap end first causing it to snap open. The loss resulted 
because our man, stationed at the bottom of the skid, could not 
upright the drum immediately because the latex cement was 
pouring out. 

The carrier will not honor our claim, because he states 
that his responsibility ends when his driver brings the drums to 
the tailboard. We contend that delivery is not affected until 
they are placed at our platform, doorway, or other place desig. 
nated by us when directly accessible to trucks as stated in the 
definition of ‘Deliver’ contained in New England Motor Freight 
Bureau Tariff No. 3, MF-I. C. C. No. A-11. 


a Answer: Item 25-E of the tariff to which you refer pro- 
vides: 


(c) Pick-up and Delivery service as defined in paragraphs (a) and 
(b) does not include: 


1. Delivery to or removal from basements or floors not directly ac. 
cessible to trucks. 
2. Pick-up or delivery by vehicle through the use of ramps or 
vehicular elevators to floors above or below street level. 
3. Packing, unpacking, erecting, dismantling, inspection of prop- 
erty or other similar services. 


The context of the above provisions, in our opinion, indi- 
cates that delivery includes placing the goods on the platform 
or other designated place not excepted by paragraph (e). 

See, with respect to the carriers’ liability, our answer to 
Alabama, p. 1191, November 14, 1942, Traffic World, and our 
answer to Illinois, p. 1431, December 12, 1942, Traffic World, 
under the caption “Liability of Motor Carrier for Injury to 
Shipment Where Consignee’s Employee Assists Unloading.” 


Routing and Misrouting 


Connecticut.—Question: The following question has arisen 
in connection with the old argument as to “Line Haul vs. Switch 
Delivery.” 5 

A shipment is offered to originating carrier with routing 
specified B. & A—D. & H.—N. & W. There are no joint rates 
via such routing, although rates do apply via B. & A—D. & H. 
—P. R. R. and the latter line will absorb N. & W. switching 
charges. Various case citations given in your column from time 
to time are rather uniform in confirming that delivering car- 
rier is entitled to a line haul. In this connection, please give 
us answers and citations to the following specific queries bear- 
ing on such a shipment as mentioned above: 

If the N. & W. is willing to settle on the basis of switch 
delivery, for policy reasons (looking forward to possible other 
traffic), can they do so in view of most cases saying that deliv- 
ering carrier is entitled to a line haul? In other words, is line 
haul for them obligatory under specified routing of shippers? 

If originating carrier suggested routing via B. & A.—D. & 
H.—P. R. R.—N. & W., is it guilty of misrouting if the shipper 


himself follows their word and specifies this routing on the bill } 


of lading? ; 

Is there any change in your view on the above question if 
originating carrier put routing, as indicated, on the bill of lading 
before it was signed by the shipper? 

The old rule on rate quotations was that if one was made 
incorrectly (i.e., not according to tariff), the carrier making 
the quotation was liable for $200 penalty which would accrue 
to the government, but the shipper himself could not secure 
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damages on sales quotation based on improper tariff reference. 
This provision was cancelled by the transportation act of 1940 
and 1 am unable to find any present basis for ruling on mis- 
quotation. What are the present penalties ?- 

Answer: If the delivering carrier was entitled, under the 
pill of lading routing instructions, to a line haul, unless the 
shippers interests are affected, we see no reason why the de- 
livering carrier may not settle on the basis of a switch deliv- 
ery, waiving its right to compensation for a line haul. 

The fact that the originating carrier suggests the routing 
which is inserted in the bill of lading by the shipper does not 
render the carrier liable for misroute. J. R. Thames & Co., 
Inc. vs. Central of George Ry. Co., 251 I. C. C. 566, and Docket 
98889, Great Lakes Sugar Co. vs. Chesapeake & Ohio Ry. Co. 
(mimeographed), decided Aug. 3, 1943. 

The above statement applies only in the event that a route, 
but not a route and rate are shown in the bill of lading. 


As to the liability of the originating carrier for misroute 
where the originating carrier inserts routing in the bill of lading 
before it is signed by the shipper, see the report of the Com- 
mission in Brownyard vs. Union P. R. Co., 148 I. C. C. 444, in 
which the Commission said: 


Obviously such a document indicating the route in the manner de- 
scribed and signed by both parties, does not furnish evidence conclusive 
under all circumstances as to which was the moving party in desig- 
nating the route specified therein. It indicates, certainly, that the ship- 
per was willing that the shipment should move by the route indicated; 
bit. this is not inconsistent with the selection of the route by the de- 
fendant’s agent, for when a shipper delivers a shipment unrouted to 
a carrier he of course is willing that it shall move, subject to the car- 
rier’s legal responsibilities, over the route which it may select. By 
force of custom such a biil of lading may be taken as strong presumptive 
evidence that the shipper designated the routing, but this presumption 
may be rebutted by clear evidence to the contrary. We regard this 
matter as important, for a carrier ought not to be in a position where 
it can absolve itself from its routing responsibilities merely by obtain- 
ing the signature of a shipper unversed in legal technicalities to a 
bill of lading containing a route written in by its agent. 


See, also, Waterloo Fruit & Comm. Co. vs. Illinois Central 
R. C., 243 I. C. C. 271, wherein the Commission said: 


It is not shown that complainant furnished consignor with any ship- 
ping instructions. As a general rule when a shipper has signed and 
accepted a bill of lading it is to be presumed that he directed the rout- 
ing specified and is bound thereby. However, such an assumption is 
not conclusive but may be rebutted by clear evidence to the contrary. 
Brownyard vs. Union Pac. R. Co., 148 I. C. C. 444. This presumption has 
not been rebutted here. It follows, therefore, that it must be found 
that the shipment was not misrouted and that the combination rate 
charged of $1.185 was applicable. 


The provision, to which you refer, formerly carried in para- 
graph 11 of Section 16 of the Act was, as you state, repealed 
by the Transportation Act, 1940. There is, at present, no pen- 
alty provided in the Act. 


Tariff Interpretation—Demurrage—Private Cars 


Nebraska.—Question: We refer to Section B, paragraph 
4(b), Rule No. 1 of Association of American Railroad Tariff No. 
4-X, B. T. Jones, Agent, which for your ready reference reads 
as follows: 


(b) Empty private cars stored on railroad or private tracks, inclu4- 
ing such cars sent by the owner to a shipper for loading, provided the 
cars have not. been placed or tendered for loading on the orders of a 
shipper. (See Rule 6, Section D, page 36.) 


Can this be construed as exempting from the demurrage 
rules an empty private tank car shipped by the owner to a 
shipper for loading until such date as the shipper actually or- 
ders the car placed for loading? 

Example: Tank car arrives in delivering carriers’ yard 
April 29, 1944. Shipper receives arrival notice as of that date 
but does not order tank car placed for loading until May 3, 
1944. Is the shipper subject to demurrage charges after free 
time as of April 29, 1944 or as of May 3, 1944. 

Answer: Under the provisions of the demurrage tariff 
quoted in your inquiry, demurrage is not assessable until after 
the car was ordered placed for loading. 

Under Section A of Rule 6, cars for loading will be consid- 
ered placed when such care are actually placed or held on or- 
ders of the consignor. 

See the report of the Commission in Vickers Petroleum Co. 
vs. Sand Springs Ry. Co., 87 I. C. C. 676. 


Tariff Interpretation—Application of Broad Description in 
Commodity Tariff 


Missouri.—Question: Will you please interpret the proper 
rate application on shears N.O.I., as described in Item 10, page 
151, under the heading of Hardware, of National Motor Freight 
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Classification No. 7, in connection with Intermountain Truck 
Tariff No. 4, MF-I. C. C. No. 5, D. C. Stone, Agent? 

The point in question is—Cutlery, Shears, N.O.I., as de- 
scribed in Item 10, page 151, N.M.F.C. is not specifically listed 
in Intermountain Truck Tariff No. 4, but Cutlery, Shears N.O.I. 
being listed under the heading of hardware in National Motor 
Freight Classification, will hardware N.O.S. with Basis 1 rating 
per 12th listing on page 42, Supplement 83 of Intermountain 
Tariff No. 4 be the applicable rating to apply on Shears N.O.I.? 

It appears to us that any article listed under the heading 
of “hardware” on pages 149 to 155 of N.M.F.C. No. 7—if not 
specifically listed in Section 1 of Intermountain Tariff No. 4— 
that any such article, including shears N.O.I., will carry the 
hardware N.O.S. Basis 1 rating per 12th listing, page 42, Sup- 
plement 83, Intermountain Tariff No. 4. 

The question involved in this inquiry is highly important 
and your answer will tend to clarify many N.O.S. rate items 
in Intermountain Tariff No. 4. 

Answer: Item 10, page 151 of National Motor Freight 
poy neseemge No. 7, Agent Jackson’s MF-I. C. C. No. 14, reads 
as follows: 


Hardware 
Cutlery, scissors: or shears, N.O.I., in boxes.............. 2 
Tg RS, WP Riess oie cana eens acca sis wa chiann 3 


N.O.I.—Means not otherwise indexed by name, 


We interpret the above as meaning that these ratings will 
apply on scissors and shears that are not otherwise indexed 
by name in the classification. In other words, if they are other- 
wise indexed by name in the classification the above ratings 
will not apply. For example these ratings would not apply to 
Pruning or Plant Cutting Shears because such are indexed by 
name and ratings provided under the heading of “Tools, or 
Parts Named,” in the classification. 

Agent Stone’s Supplement No. 83 to MF-I. C. C. No. 5, 
Tariff No. 4, provides the following on page 42, under heading 
“Section No. 1—Showing Rate Bases to Apply on Articles 
Listed”: 

Rate Basis Commodity 
1 Hardware, N.O.S. 
N.O.S.—Means ‘‘Not otherwise specified’’ in this tariff, as amended. 


It is our opinion that the basis provided on hardware, 
N.O.S., in the last referred to tariff, covers hardware that is 
not otherwise specified in this tariff. For example, it is noted 
that directly preceding hardware, N.O.S., on page 42 of Sup- 
plement No. 83, there appears an entry reading “Hardware, 
builders.” The entry for Hardware, N.O.S., therefore, would 
not cover any builders’ hardware, or any other hardware en- 
tries that might appear in the tariff. 

See Animal Trap Co. of America vs. Erie R. R. Co., 243 
I. C. C. 171, and Norwich Wire Works, Inc., vs. Boston & M. 
R. R. Co., 232 1. C. C. 583. 


s Tariff Interpretation—Pick-up and Delivery 


New Jersey.—Question: We would like to ask you a ques- 
tion which to our knowledge has never been raised before; at 
least we have never heard it argued. It concerns the applica- 
tion of pickup and delivery allowance in connection with the 
rate factors used in constructing combination rates over all- 
rail routes. 


Let us consider a shipment from Newark, N. J. to Kansas 
City, Mo., on which the published through rate is $1.74 per 
hundred pounds, including both store-door pickup and delivery. 
Let us assume that we have a commodity on which we are 
attempting to defeat the through rate by use of a combination 
on Chicago, Ill. We have a factor from Newark to Chicago 
of $1.12, which includes pickup at Newark and store-door de- 
livery at Chicago. Let us assume that the factor from Chicago 
to Kansas City is 62c per hundred pounds, including pickup 
at Chicago and store-door delivery at Kansas City. The total 
of the two rates is $1.74, which combination equals the pub- 
lished through rate. 

It is noted that the rates to and from Chicago include de- 
livery at Chicago and pickup at Chicago. In other words, the 
$1.12 to Chicago would include delivery by the inbound carrier 
to the terminal of the outbound carrier. Now let us assume 
that the tariff of the carrier beyond Chicago provides for an 
allowance to the shipper of 5c per hundred pounds where de- 
livery is made at the carrier’s terminal. As shown in the pre- 
ceding sentence, the $1.12 to Chicago included delivery at the 
outbound carrier’s terminal, and if the allowance of 5c per hun- 
dred pounds is deducted from the combination through rate of 
$1.74 to and from Chicago, the result is a combination through 
rate of $1.69, which defeats the through rate by the amount of 
the allowance, namely, 5c per hundred pounds. 

Answer: If a through movement from Newark to Kansas 
City is involved, no allowance to the shipper could be made, as 
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the shipper would not perform any service at Chicago for which 
an allowance could be made. 

If two separate shipments, one from Newark to Chicago, 
another from Chicago to Kansas City, are involved, an allow- 
ance to the shipper would be in order. In order to entitle the 
shipper to the allowance, the shipment would have to leave the 
possession of the carrier at Chicago, so as to break the con- 
tinuity of the shipment. 

Except under an alternative provision, under which a lower 
aggregate of intermediates is applicable, the published joint 
through rate must be assessed on a through shipment. Under 
such an alternative provision, no allowance to the shipper at 
Chicago could be made. 

If a through movement is contemplated at the time the 
shipment is delivered to the carrier at origin, any device to 
defeat the application of the through rate is ineffectual. Balti- 
more & Ohio R. R. Co. vs. Settle, 260 U. S. 166; Kanotex Refin- 
ing Co. vs. Atchison, T. & S. F. Ry. Co., 34 L. C. C. 271. 


Tariff Interpretation—Storage at Destination under 
“Shipside Rate” 


Louisiana.—Question: Item 7075, page 580 of Transconti- 
nental Freight Bureau East-Bound Commodity Tariff No. 3-Q, 
L. E. Kipp’s I. C. C. No. 1497, names 53 cent export rate, ship- 
side delivery, on rice to Gulf Ports for export to West Indies 
Islands. Where the individual lines’ terminal tariffs permit 
storage of rice at Louisiana points, would Item 521 of Tariff No. 
3-Q authorize storage at Gulf Ports and the rice subsequently 
exported at the 53 cent rate, plus storage-in-transit charges 
provided in the individual lines’ tariff? We think the storage 
at Gulf ports would be permitting the privilege short of desti- 
nation as provided by paragraph (a) of Item 521. The desti- 
nation is shipside under a shipside rate. Are there any Inter- 
state Commerce Commission cases covering this question? 

Answer: A shipment, to be entitled to storage under Item 
521 of Agent Kipp’s I. C. C. No. 1497, must be stored at origin 
or destination. 

Whether there can be storage at destination under a “ship- 
side delivery” rate has not been the subject of a report by the 
Commission, so far as we can find. 

However, in Anderson, Clayton & Co. vs. Gulf, M. & N. R. 
Co., 210 I. C. C. 219, there seems to be an inference that storage 
can be had at destination under a shipside rate. 


Damages—Express Shipment—Value Not Declared 


Nebraska.—Question: On February 6, 1943, shipment was 
made from this company to an Ohio destination, via Railway 
Express, consisting of eighteen pieces of identical material, 
weighing 1494 pounds, the actual value of which was $1.50 per 
pound. No valuation was inserted in space provided therefor 
on the express receipt. On arrival at destination, it was found 
that three pieces had sustained damage in transit, to such an 
extent that they were of no value. 

As we understand it, the carrier’s liability, when no decla- 
ration of value is made, is limited to fifty cents per pound on 
the total weight of the shipment, which is 1494 pounds, or an 
amount of $747.00. 

Can we recover from the express company the full value of 
the material damaged, which weighed 249 pounds, and at $1.50 
per pound amounts to $373.50; or is the amount we can recover 
limited to fifty cents per pound on the 249 pounds, or $124.50? 

We would also appreciate citations to any court decisions 
which are pertinent to this matter. 

Answer: Section 2 of the Uniform Express Receipt pro- 
vides: 

In consideration of the rate charged for carrying said property, 
which is dependent upon the value thereof and is based upon an agreed 
valuation of not exceeding fifty dollars for any shipment of 100 pounds 
or less, and not exceeding fifty cents per pound, actual weight, for any 
shipment in excess of 100 pounds, unless a greater value is declared at 
the time of shipment, the shipper agrees that the company shall not be 
liable in any event for more than fifty dollars for any shipment of 100 
pounds or less, or for more than fifty cents per pound, actual weight, for 
any shipment weighing more than 100 pounds, unless a greater value is 
stated herein. Unless a greater value is declared and stated herein the 
shipper agrees that the value of the shipment is as last above set out and 
that the liability of the company shall in no event exceed such value. 


Under the above provisions your recovery is limited to 50 
cents per pound, at actual weight, or $124,50. Wells vs. Neiman- 
Marcus Co., 33 S. Ct. 267, U. S. 469. 


Cc. & N. W. PAYS R. F. C. 


Jesse H. Jones, Secretary of Commerce, announced July 
25 that the Chicago and North Western Railway Company had 
paid the Reconstruction Finance Corporation $23,038,720.50, 
including interest, on its indebtedness to the corporation. The 
total amount of R. F. C.’s loans to the company was $46,588,133. 
The balance of the company’s indebtedness to R. F. C. now is 
$24,855,000, said Mr. Jones. 
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Personal Notes 


Fred G. Gurley, executive vice-president of the Santa Fe 
System for the past five years, was elected president and chair. 
man of the executive committee at a meeting of the company’s 
board of directors at Chicago, July 27. He succeeds Edward 
J. Engel, president since 1939 and employed by the railroad 
for 45 years, who has retired at his own request. Mr. Engle 
will, however, continue as a member of the executive committee 
and the board. 


C. D. Cass, who had been general counsel for the American 
Transit Association, Washington, D. C., for many years, died 
July 23 of a heart attack on a train as it entered Chicago. 
He had been ill for several months, and was on his way to 
his native city of Waterloo, Ia., for a rest. 


Joseph T. Roth has been appointed assistant traffic man- 


, ager for the United States Tie and Foundry Company, Chicago, 


Directors of American Airlines, Inc., have elected Lewis 
W. King regional vice-president for the central region, at 
Chicago, a new position. He formerly was regional traffic 
manager at Chicago. Other regional vice-presidents elected 
were: A. R. Bone, Jr., western region, Los Angeles; W. N. 
Bump, New England region, Boston, and M. D. Miller, southern 
region, Dallas. The eastern regional vice-presidency at New 
York will not be filled for the present. All the regional vice- 
presidencies are new positions. James A. Wooten has been 
appointed cargo traffic manager, New York. 

Directors of Pan American Airways, Inc., reelected Juan T. 
Trippe president at their annual meeting at New York, July 20. 
They elected the following new members of the board of di- 
rectors: Preston F. Bush, a director of the Columbia Broad- 
casting System and member of the banking firm of Brown 
Brothers, Harriman and Company, New York, succeeding the 
late Norman H. Davis, former national chairman of the Amer- 
ican Red Cross; Vernon F. Taylor, president, Peerless Oil and 
Gas Company, San Antonio, Tex., and Howard B. Dean, vice- 
president for Pan American in charge of Latin American activ- 
ities. The following directors were reelected: Charles Francis 
Adams, Sloan Colt, Liman Delano, S. M. Fairchild, John W. 
Hanes, Robert Lehman, E. D. McDonnell, Mark T. McKee, 
Thomas T. Morgan, Samuel F. Pryor, W. H. Stendley, and 
E. E. Young. 

E. B. Padrick has been appointed vice-chairman, and H. B. 
Siddall, chief of tariff bureau, for the Trans-Continental Passen- 
ger Association and the Western Passenger Association, Chicago. 
H. P. Bronson will continue as secretary for the two associa- 
tions, according to H. W. Siddall, chairman. 

Joseph L. Sheppard has been appointed general traffic 
manager for the Illinois Central at Chicago. Other appoint- 
ments include: Robert A. Trovillion, freight traffic manager in 
charge of rate matters; Oscar L. Grisamore, freight traffic 
manager in charge of sales and service work, succeeding Wil- 
liam Haywood, who died July 16; Leon G. Godchaux, general 
freight agent, all at Chicago, and Sidney L. Springer, general 
freight agent at Memphis, Tex., succeeding Robert W. Quind- 
ley, who has received a leave of absence because of ill health. 
The appointments are effective August 1. 

G. A. Rodriguez has been appointed assistant freight traffic 
manager at St. Louis for the Missouri Pacific. : 

John R. Decker has been appointed safety supervisor, 
mechanical division, at Los Angeles, for the Santa Fe Railway. 

Earle Doebener, formerly general manager at Manchester, 
Conn., of Perrett and Glenney, Inc., motor carriers, has become 
president and owner of the company, and Mrs. Doebener has 
been appointed secretary. : 

The Kansas City Southern-Louisiana and Arkansas have 
made the following appointments of general agents: C. F. West- 
cott, Denver; M. J. Caldwell, Tulsa, Okla.; L. L. Kratville, 
Omaha; Nels R. Howe, Seattle, Wash.; F. H. Walker, Oklahoma 
City, Okla. 

V. G. Anderson has been appointed commercial agent for 
the Pittsburgh and West Virginia Railway at Detroit. 

The Trafficmen’s Association of America will hold a golf 
outing at the White Pines Golf Club, Bensenville, Ill., August 3. 
There will be a program of sports and other events, and 
dinner will be served. 

Edward O. Ireland has been appointed mail and express 
traffic representative, New York district, for Transcontinental 
and Western Air, Inc. ; 

James F. Clements has been appointed chief of tariff 
bureau, Akron, Canton and Youngstown Railroad, at Akron, O. 

Willis P. Tuller, formerly assistant freight traffic manager 
for the Soo Line at Minneapolis, has been appointed general 
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traffic manager for the Great Lakes Carbon Corporation, Chi- 
cago, effective August 15. 

Col. Francis K. Duffy, former commanding officer, New 
York Quartermaster Office, U. S. Army, has been appointed 
manager of the industrial bureau of the Commerce and Indus- 
try Association of New York. 











Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices tt sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly mformed.—EHditor THE TraFric WorLp. 





The Reading, Pa., Traffic Club has elected the following 
officers: President, George Duval, general agent, Railway Ex- 
press Agency; vice-presidents, John F. McGoey, Luria Brothers 
and Company, and G. L. Kestner, Dick Brothers and Company; 
secretary-treasurer, O. D. Dreyer, Western Maryland; mem- 
bers, board of directors, for one year, L. B. Abrams, Reading 
Pratt and Cady division, American Chain and Cable Company, 
and Robert H. Adams, Carpenter Steel Company; members of 
the board, for two years, J. William Trump, Reading Com- 
pany; Carl W. Bucks, Luden’s, Inc., and Noah H. Cockley, 
Pennsylvania Railroad. Chairmen of the standing committees 
include: Program and entertainment, R. C. Folk; educational, 
J. C. E. Gaul; publicity, G. E. Deam; membership, C. S. Bow- 
man; auditing, H. H. Adams; shippers advisory, John R. Edel- 
man; speakers, Mr. McGoey; golf, C. H. Forry. 


The Oklahoma City Transportation Club held its annual 
family picnic at Will Rogers Park July 20. There was a soft- 
ball game between teams representing shippers and carriers, 
horseshoe pitching, games for the children, and other events. 
One hundred and fifteen members and guests attended. 





At a luncheon meeting of the Los Angeles Transportation 
Club, July 24, John Valentine, world traveler, spoke on ‘The 
Mediterranean in Wartime.” F. F. Willey, assistant to freight 
traffic manager, Pacific Electric Railway, was chairman for 
the day. The luncheon meeting July 31 will be held in honor 
of Commr. Corydon Wassell, U. S. Navy. Among the guests 
of honor will be Admiral I. C. Johnson and Admiral E. A. 
Zukor, U. S. Navy; W. C. Mullendore, president, Los Angeles 
Chamber of Commerce, and others. 





James R. Morrison, rate expert, California State Railroad 
Commission, spoke on post-war transportation problems at a 
dinner meeting of the Stockton, Calif., Traffic Club July 18. 
John Tremaine, purchasing agent, Harris Manufacturing Com- 
pany, discussed operations of his company, and James Som- 
mers, traffic manager for the Stockton Chamber of Commerce, 
discussed traffic regulations. The members voted to hold their 
future monthly meetings on the fourth Tuesday instead of the 
third Tuesday, as at present. Henry Hart headed the com- 
mittee on arrangements, and William Cuneo, president, pre- 
sided. 





The Traffic Club of Minneapolis and Transportation Club 
of St. Paul, Minn., held their annual joint golf outing at the 
Midland Hills Golf Course, St. Paul, July 25. Dinner was 
served. Paul F. Anderson heads the Minneapolis club’s golf 
committee, and George H. Nourse heads that of the St. Paul 
club. Members of the Minneapolis club will go on an excursion 
on the Mississippi River aboard the steamer, Donna Mae, 
August 2. There will be a program of entertainment, card 
games, dancing, and a buffet supper. W. E. Fife is chairman 
of the entertainment committee. 





The Berkshire County, Mass., Traffic Association held its 
annual golf tournament at the Berkshire Hills Country Club 
July 12. About 70 persons attended. Dinner was served. An- 
other golf tournament, and a clam bake, will be held at the 
Dalton Country Club September 13. Clarence C. Decker, Crane 
and Company, and William Sage, Associated Transports, will 
head the committees on arrangements. 





The Traffic Club of the Lehigh Valley will hold its tenth 
annual outing at Beethoven Waldheim Park, Leithsville, Pa., 


August 15. There will be a number of sports events, luncheon 
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and refreshments, and a program of music. 





The semi-finals of the annual golf tournament of the Traf. 
fic Club of Chicago will be held at the Midlothian Country 
Club August 1. 











Jack E. Wheeles, chairman of the educational committee 
of the Junior Traffic Club of Chicago, has asked club members 
to indicate whether or not they are interested in enrolling this 
fall in beginning and advanced classes in Spanish and “speech,” 
and whether or not they are desirous of filling engagements 
for the speakers bureau. 


NORTHWEST SHIPPERS’ BOARD MEETING 


Except for a possible car shortage and the labor supply 
question, little difficulty in moving the 1944 grain crop was 
foreseen by representatives of the grain trades and of rail 
carriers who attended the summer meeting of the Northwest 
Shippers’ Advisory Board July 20 at Duluth, Minn. The out- 
look for transportation of grain from the northwest was the 
general theme of discussion in a business session of the board, 

R. E. Clark, manager, closed car section, car service divi- 
sion, Association of American Railroads, spoke on “The Rail- 
roads Are Backing the Attack,” at a joint luncheon-meeting 
of the shippers’ board, the Duluth Chamber of Commerce and 
the Duluth-Superior Transportation Club. 

One of the committee reports submitted at the meeting 
dealt with ways of promoting efficient use of freight cars by 
small shippers and receivers and with the progress made by 
larger shippers in the car efficiency program. Grain car dis- 
tributions regulations, commodity carloading, grain trade views 
on marketing, storage and transportation of this year’s grain 
from the northwest, and loading of less-carload freight were 
among the other subjects discussed. 


B. & O. WAR MATERIALS CAMPAIGN 
Using the theme that “materials are used up,” the Baltimore 
& Ohio Railroad, in a new newspaper advertising campaign, is 
stressing the need of supplying ample replacement materials to 
back the invasion and hasten the end of the war. The first of 
the messages in the new B. & O. series is entitled, ‘Feeding 
Hungry Convoys.” 





TIMKEN TWO-SPEED POWER SHIFT 

The Timken-Detroit Axle Co. has announced development 
of a new two-speed axle power-shifting mechanism, called 
“Easy Power Shift” and offered as a built-in feature with new 
Timken two-speed double reduction axles. The new power shift, 
according to the announcement, has advantages of more power 
for heavy loads, greater economy, increased truck earnings and 
faster schedules. When running in slow axle ratio and direct or 
fourth transmission speed, a truck driver, using the new mech- 
anism, can readily shift down to the next lower speed combi- 
nation of fast axle ratio with the dash selector, then shifting 
the transmission gears in the usual way, the Timken-Detroit 
Axle Co. says. 


DODGE MILITARY AMBULANCE DESIGN 

The Dodge truck division of the Chrysler Corporation has 
reported that experimental work on a new type ambulance 
for the army has been “virtually completed” and that models 
have been tested. It said the new vehicle, designed by it on 
request of the army medical corps, would carry eight persons 
seated, whereas the current model seated only seven, or would 
carry two reclining and four seated patients, ‘and with more 
comfort than was provided in the earlier model.” It added 
that easier loading and greater carrying capacity were the 
chief advantages of the new ambulance. 


UNION PACIFIC LOCOMOTIVES 

Purchase by the Union Pacific Railroad of 35 new coal- 
burning locomotives, “representing an investment of $10,000,- 
000,” has been announced by W. M. Jeffers, president of the 
railroad. f 

Twenty-five of the new locomotives would be used in high- 
speed heavy freight duty and the other ten would be used in 
passenger service, he said. Delivery of the engines, bought 
from the American Locomotive Co., would begin in August 
and would be completed in November, he stated. 

Five of the locomotives, of the type known to train crews 
as “Big Boy,’ the world’s largest steam locomotive, woul 
be used in heavy freight duty between Ogden, Utah, and 
Green River, Wyo., and the remaining freight locomotives would 
be high-speed Challenger engines, of the 3900 class, 4-6-6-4 
type, according to the announcement. 
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Strong whe 


to Victory 


When records are written of today’s ac- 
tivity, the Normandy invasion will go down 
as a strong link to victory. The same will be 
said of the performance of the railroads of 
America. | 

Although the war struck the nation 
quickly and there was a hustle and bustle 
to convert to war activity, the gradual long- 
pull preparation of the railroad industry 
was a blessing. 

Railroads were collectively prepared to 
carry on the magnified responsibility of 
moving more war tonnage, despite normal 
war shortages and handicaps. 

The P. & P. U. Ry. was likewise individ- 
ually prepared to continue to perform its 
all-important interchange function of sort- 
ing and re-assembling cars and shooting 
them along to destination. It's a job P. & 
P. U. has been doing for sixty-three years 
and it’s a job we hope to continue to per- 
form in the post-war era, as effectively and 
efficiently as ever. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 








SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chicago, Rock Island & Pacifie Ry.; Chieage & North Western 
Ry.; Chicago & Illinols Midland Ry.; Illinois Terminal Raliroad Co.; Inland Waterways 
Corp.; Minneapolis & St. Louls R. R.; Alton Railroad; Atchison, Topeka & Santa Fe as 
IMinois Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chie Burlington 
& Quincy Railroad; New York, Chicago & St. Louis Rallroad;' Cleveland, .Cinelnnati, 
Chicago & St. Louis Ry. (Peorla & Eastern); Toledo, Peoria & Western R. R. 













“One of America’s Rallroads—All United for Victory” 
Don't Ferget to Buy Those War Bonds 






























































































































































































































































































































































Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
doeket wilt be noted sleewhere, 


July 31—Brooklyn, N. Y.—Hotel St. George—Examiner Snider: 
FF 75—Judson-Sheldon Corp. application. 
July 31—Chicago, IIl.—Sherman Hotel—Examiner Boss: 


MC 52455, Sub. 11—Nowak Trucking Co., Maywood, IIl., permit to 
extend operations. 


July 31—Sioux City, lowa—Warrior Hotel—Jt. Bds. 138 and 147: 
MC 105071—C. Lawrence, O’Neill, Neb., certificate. 
MC 101096 Sub. 1—William Pingel Truck Line, Pringhar, Iowa, cer- 
tificate to extend operations. 
July 31—Sioux City, la.—Warrior Hotel—Jt. Bd. 138: 
MC 105072—T. A. Green, O’Neill, Nebr., certificate. 


July 31—Washington, D. C.—Examiners Croft and Kassel: 
1. & S. M-2240—Minimum charges in central territory. 
1. & S. M-2436—Minimum charge per shipment in east. 
1. & S. M-2450—Continental Transp. Lines, Inc., minimum charges. 


August 1—Brooklyn, N. Y.—St. George Hotel—Examiner Snider: 
1. & S. 5312—Paper bags to Ark., Mo., and Okla. 


August 1—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 43: 
MC 73501, Sub. 7—Denver-Limon-Burlington Transfer Co., Denver, 
Colo., certificate to extend operations. 
August 1—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
MC 101477 Sub. 2—Frank Gerweck Truck Line, Cheyenne Wells, Colo., 
’ certificate to extend operations. 
August 1—Lansing, Mich.—Hotel Porter—Jt. Bd. 73: 
MC 100120, Sub. 1—W. L. Thornbury, Grand Ledge, Mich., permit to 
extend operations. 
August 1—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 245: 
MC 66571 Sub. 3—Red Line, Inc., Roanoke, Va., certificate to extend 
operations. 
August 2—Detroit, Mich.—Hotel Fort Shelby—Examiner Myers: 
- — and Sub. 2—C. A. Conklin Truck Line, Inc., Toledo, O., cer- 
cates. 
MC 59922 and Sub. 1—Brown Avenue Transportation Co., Toledo, O., 
permits. 
August 2—Fort Wayne, Ind.—U. S. Ct.—Jt. Bd. 58: 
MC 105019 Sub. 1—C. J. Roemke, Woodburn, Ind., certificate. 
August 2—Roanoke, Va.—Hotel Patrick Henry—Jt. Bd. 279: 


MC 103299 Sub. 4—O. B. Darnell Bus Lines, Gate City, Va., certificate 
to extend operations. 


August 2—Roanoke, Va.—Hotel Patrick Henry.—Jt. Bd. 108: 
MC 49620 Sub. 1—Bristol-Norton Bus Lines, Norton, Va., certificate. 


August 2—Roanoke, Va.-—Patrick Henry Hotel—Examiner Yardley: 
MC 105069—Counts & Tiller, Inc., St. Paul, Va., permit. 

August 2—Washington, D. C.—Examiner Snider: 
FF 107—Application of Universal-Transcontinental Corp. 

August 3—Fort Wayne, Ind.—U. S. Ct.—Jt. Bd. 23: 


MC 76294 Sub. 4—J. Moyer, Jr., Star City, Ind., certificate to extend 
operations. 


August 3—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Myers: 
MC 45338 Sub. 1—C. Sayre, Pittsburgh, Pa., certificate to extend op- 
erations. 


August 3—Pocatello, Ida.—U. S. Ct.—Jt. Bd. 29: 
MC 29702 Sub. 1—C. M. Haderlie, Thayne, Wyo., certificate to extend 
operations. 
MC 58962 Sub. 2—Nelson Truck Lines, Thayne, Wyo., certificate to 
extend operations. 7 
August 3—Pocatello, Ida.—U. S. Ct.—Jt. Bd. 173: 
MC 29912 Sub. 3—M & N Truck Line, Afton, Wyo., certificate to ex- 
tend operations. 
August 3—Roanoke, Va.—Hotel Patrick Henry—Examiner Yardley: 
MC 102268—Huff Coal Co., Pulaski, Va. 
August 4—Bluefield, W. Va.—Fed. Bldg.—Jt. Bd. 263: 
MC 105025—W. Clevinger, Grundy, Va., certificate. 
August 4—Fort Wayne, Ind.—U. S. Ct.—Examiner Boss: 
MC 22497 Sub. 3—Allisbaugh Trucking Co., Wabash, Ind., permit to 
extend operations. 


August 4—Philadelphia, Pa.—Gimble Bldg.—Examiner Brooks: 
MC 48846 Sub- 7—Curtis Keal Transport Co., Cleveland, O., certificate 
to extend operations. 
August 5—Akron, 0.—U. S. Ct.—Jt. Bd. 59: 
MC 105051—Seth Minor Store, Copley, O., permit. 
August 5—Boise, Ida.—State Comm.—Jt. Bd. 49: 
MC 42487 Sub. 105—Consolidated Freightways, 
certificate to extend operations. 
MC 67416 Sub. 3—Nock Transportation Co., Cascade, Ida., certificate 
to extend operations. 
August 5—Bluefield, W. Va.—Fed. Bldg.—Jt. Bd. 245: 
MC 104495 Sub. 2—W. E. Raines, Richlands, Va., certificate. 


oo 


Inc., Portland, Ore., 
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August 7—Akron, O.—U. S. Ct.—Examiner Boss: 
1. & S. M-2415—A & A Truck Lines, Inc.—Increased rates—iron ang 
steel. 
MC-C 400—Iron and steel articles, Canton, O., to N. Y. points. 


August 7—Bluefield, W. Va.—U. S. Ct.—Jt. Bd. 118: 
MC 89798 Sub. 5—Murphy Bus Co., Bluefield, W. Va., certificate to 
extend operations. 
August 7—Philadelphia, Pa.—Gimbel Bldg.—Examiner Brooks: 
MC 104771—Shoemaker’s Sea Food, Harrisburg, Pa. 


August 7—Portland, Ore.—Multnomah Hotel—Examiner Corcoran: 
MC 7513 Sub. 2—Martin Bros., Transportation, Grants Pass, Ore. 

August 7—Washington, D. C.—Examiner Carpenter: 

* |, & S. M-2387—Miscellaneous freight, New York to Atlanta. 


August 8—Charlotte, N. C.—Hotel Henry Grady—Examiner Stilwell: 

1. & S. M-2441—Frederickson Motor Express, cancellation of joint 
rates. 

1. & S. M-2442—Falwell Fast Freight, cancellation of participation. 


August 8—Portland, Ore.—Multnomah Hotel—Jt. Bds. 80 and 45: 
MC 105016 Sub. 1—L. M. Blackledge, North Booneville, Wash., cer. 
tificate. 
MC 105024—Perkins Transportation Co., Vancouver, Wash., permit. 


August 9—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks. 
MC 60749 and Subs 2, 4 and 5—McDougald Transfer Co., Cheraw, S. C, 
MC 61045 Sub 5—T. G. Griggs, Rubey, N. C. 

August 9—Knoxville, Tenn.—U. S. Ct.—Jt. Bd. 8: 

MC 61598 Sub. 23—Smoky Mountain Stages, Inc., Asheville, N. C,, 
certificate to extend operations. 


August 9—Portland, Ore.—Multnomah Hotel—Jt. Bds. 45 and 172: 
MC 34883 Sub. 1—Sills Truck Service, Portland, Ore., permit to ex- 
tend operations. 
MC 52234 Sub. 1—Valley Motor Stages, Albany, Ore., certificate to 
extend operations. 


August 10—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 21230 Sub 2—C. Moriello, Newburgh, N. Y., certificate to extend 
operations. 
MC 53014 Sub 3—Barney’s Express, Inc., New York, N. Y. certificate 
to extend operations. 
August 10—Corpus Christi, Tex.—Fed. Bldg.—Examiner Burroughs: 
MC 105122—Morgan Trucking Contractor, Corpus Christi, Tex., certifi- 
cate. 


August 10—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 
MC 42487 Sub. 106—Consolidated Freightways, Inc., Portland, Ore., 
certificate to extend operations. 
MC 70393 Sub. 6—Service Auto Freight Co., Portland, Ore., certificate 
to extend operations. 
August 11—Knoxville, Tenn.—U. S. Ct.—Examiner Yardley: 
MC 102541 Sub. 1—Newman and Pemberton, Clinton, Tenn., permit 
to extend operations. 


August 14—Billings, Mont.—Council Chambers—Examiner Corcoran: 
MC 104001 Sub. 3—Bice Truck Lines, Laurel, Mont., Certificate to ex- 
tend operations. 


August 14—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 43274—White’s Express & Transfer Co., Bloomfield, N. J. 


August 15—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 1504 Sub. 62—Atlantic Greyhound Corp., Charleston, W. Va., cer- 
tificate to extend operations. 


August 15—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 54151 Sub 1—Cirker’s Moving and Storage Co., Inc., New York, N. 
Y., certificate to extend operations. 
MC 95028 Sub 1—Fidelity Storage & Warehouse Co., New York, N. Y., 
certificate to extend operations. 
August 16—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
.MC 2776 Sub 3—Uudercliff Trucking Co., Inc., Edgewater N, J. per- 
mit to extend operations. 
MC 63072 Sub 2—Jacobson Bros., Inc., Inc., Bronx, New York, N. 
Y., certificate to extend operations. 


August 17—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 
MC 104853 Sub 1—Olympia Transportation Co., Inc., New York, N. Y., 
certificate. 


August 18—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 71532—Arkay Delivery Service, Newark, N. J., permit or cer 
tificate. 
MC 73009—Sayre’s Express, Newark, N. J., certificate or permit. 


August 21—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 74772—Goodman’s N. Y., & Conn., Express Corp., New York. 
m.. ZZ. 


August 22—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 49537 Sub. 4—Kew Gardens Storage Warehouse, Inc., extension, 
Nassau County, Richmond Hill, N. Y. 
MC 93875 Sub. 1—Weinsberger Moving & Storage Co., Long Island 
City, N. X. 
August 23—Brooklyn, N. Y.—St. George Hotel—Examiner Brooks: 
1. & S. M-2443—Paperboard, Victory Mills and Thomson, N. Y., to 
N. Y. and N. J. ; 
August 25—Brooklyn, N. Y.—Hotel St. George—Examiner Brooks: 
MC 52458—Sub 6—T. I. McCormack Trucking Co., Inc., New York, 
N. Y., certificate to extend operations. 
August 30—Washington, D. C.—Examiner Garofalo: 
MC 52873 Sub. 1—G. Schoierer, Weehawken, N. J. 


August 31—Caribou, Maine—Aroostook County Ct.—Examiner Sharp: 


29161 and Subs. 1, 2, 3 and 4—Atlantic Commission Co., Inc., vs. Bal- 
gor & Aroostook et al. 
* 29161 Sub. 5—F. H. Vahlsing, Inc., vs. Bangor & Aroostook et ai. 
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over tt DOUBLE A wou 


goes trouble for Tojo 


Tojo’s troubles, in the form of war essentials, are mov- 
ing via Double A Service. And they are moving effi- 
ciently ...straight across Michigan between Toledo 
and Frankfort ... straight across Lake Michigan, with- 
out breaking bulk, on modern, steel Ann Arbor ferries. 
East-bound, Ann Arbor Service carries essential prod- e 
ucts of the West and Northwest. We are glad we can ae 
make these contributions to America’s transportation 
victory by cooperating with other railroads and with 
American Industry. a mee 
















F. G. Maxwell, Traffic Manager « Cherry St. Station, Toledo, O. 
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September 6—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
* MC 105120—Pemiscot Motor Freight Co., Caruthersville, Mo., 
tificate. 
September 6—Washington, D. C.—Examiner Angle: 
1. & S. M-2444—Tobacco, M. & M. Transportation Co., joint hauls. 
September 7—Lexington, Ky-—Lexington Bd. of Commerce—Jt. Bd. 277: 
MC 104157—J. Ray Rice Realty Co., Harlan, Ky., certificate. 


September 7—St. Louis, Mo.—Mark Twain Hotel—Examiner Driscoll 
and Jt. Bd. 135: 
MC-C 398—Anderson Motor Service Co. vs. Packers Transport, Inc. 
MC-C 402—Anderson Motor Service Co. et al. vs. Leahey Motor Service. 
September 7—Washington, D. C.—Examiner Card: 
Il. & S. M-2440—Restrictions, Lancaster Transportation Co., Apex Ex- 
press. 
September 7—Washington, D. C.—Examiner Glover: 
1, & S. 5306—Peaches from Norfolk Southern Ry. points. 
September 8—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
* MC 36422 Sub. 3—Merchants Delivery Co., Kansas City, Mo., permit 
to extend operations. 
* MC 104415 Sub. 1—V. F. Rager, Fort Scott, Kan., certificate to ex- 
tend operations. 
September 8—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Bd. 105 
and Examiner Harrison: 
MC 239 Sub. 3—Ecklar-moore Express, Inc., Cynthiana, Ky., certificate 
to extend operations. 
MC 105150—C. E. Combs, Lothair, Ky., permit. 
September 8—Washington, D. C.—Examiner Angle: 
1. & S. M-2445—Paints and pigments, Middle Atlantic States. 
September 9—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Ba. lu: 
MC 2713 Sub. 6—Williams Feed & Transfer Co., Pikeville, Ky., per- 
mit to extend operations. 


September 11—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC-C-390—Blaw-Knox Co., Power Piping Division, vs. Acme Freight 
Lines et al. 
September 11—Topeka, Kan.—State Comm.—Examiner Driscoll: 
MC-C 403—Seymour Packing Co. vs. Cooper-Jarrett, Inc., et al. 
September 11—Topeka, Kan.—State Comm.—Jt. Bd. 52: 
* MC 30606 Sub. 45—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 
Sept. 12—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Mackley: 
1. & S. 5098—Switching at Atlanta, Ga. 
September 12—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 89314, Sub. 1—Martin Brothers, Bessemer Pa., permit to extend 
operations. 
September 12—Topeka, Kan.—State Comm.—Jt. Bd. 56: 
* MC 989 Sub. 6—Ideal Truck Line, Norton, Kan., certificate to extend 
operations. 
September 12—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20849—Tankage from Carteret, N. J. 
September 13—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 19: 
* MC 29130 Sub. 39—Rock Island Motor Transit Co., Chicago, IIl., cer- 
tificate to extend operations. 


September 13—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 27: 
MC 11710, Sub. 3—Valley Motor Freight, New Castle, Pa., certificate 
to extend operations. 
September 13—Washington, D. C.—Examiner Kassel: 
1. & S. M-2446—Delaware and Maryland to trunk line, increased rates. 
September 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
* MC 26704 Sub. 1—A. C. Johnson, Portsmouth, Ia. 
September 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 185: 
* MC 27828 Sub. 1—Bywaters Truck Line, Kansas City, Mo., permit 
to extend operations. 
September 14—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 42: 
MC 30047, Sub. 3—Pennsylvania Transfer Co., New Castle, Pa., cer- 
tificate to extend operation. 


September 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC 64714 Sub. 1—Bowman Motor Freight, New Castle, Pa., certificate 
to extend operations. 


September 16—Omaha, Neb.—Hotel Fontenelle—Examiner Driscoll: 
* 1, & S. M-2416—Packing House products, Denver to Omaha, 


September 16—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 59: 
MC 105155—16th Street Garage, Wheeling, W. Va., certificate. 


September 18—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 53: 
* MC 44849 Sub. 3—Van Horn Truck Line, Hampton, Ia. 


September 18—Des Moines, la.—Hotel Kirkwood— Examiner Driscoll: 
* MC 105085—W. Peak, Grinnell, Ia., certificate. 


September 18—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 
1. & S. M-2376 and 1st and 2nd Supplis.—Restriction in rates over Gor- 
dons Transports, Inc. 


1. & S. M-2388—Rate restrictions, Hoover Motor Express Co., Inc. 
September 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 


MC 21537, Sub. 20—Suwak Trucking Co., Washington, Pa., certificate 
to extend operations. 


cer- 


September 19—Des Moines, !a.—Hotel Kirkwood—Jt. Bd. 138: 
* MC 52110 Sub. 27—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 


September 19—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 
* MC 52110 Sub. 29—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 
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September 19—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 
1. & S. M-2432—Gasoline, Birmingport and Memphis to Columbus Air 
Base. 
MC 41635 Sub. 9—Dealers Transport Co., Memphis, Tenn., certificate 
to extend operations. 
September 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Hanrahan: 
MC 2633, Sub. 8—William F. Crossett, Inc., Warren, Pa., certificate 
to extend operations. 


September 20—Des Moines, la.—Hotel Kirkwood—Jt. Bds. 54 and 92: 
* MC 52110 Subs. 28 and 31—Brady Transfer and Storage Co., Fort 
Dodge, Ia., certificate to extend operations. 


September 20—Little Rock, Ark.—Marion Hotel—Examiner Harrison: 
MC 1210 Sub. 23—Ozark Motor Lines, Dallas, Tex., certificate to ex- 
tend operations. 


September 21—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 146: 
* MC 52110—Sub. 30—Brady Transfer and Storage Co., Fort Dodge, 
Ia., certificate to extend operations. 
September 21—Erie, Pa.—U. S. Ct.—Jt. Bd. 65: 
MC 67646, Sub. 23—Hall’s Motor Transit Co., Sunbury, Pa., certificate 
to extend operations. 


September 21—Little Rock, Ark.—State Comm.—Jt. Bd. 217: 
MC 29130 Sub. 40—Rock Island Motor Transit Co., Chicago, IIl., cer- 
tificate to extend operations. 


September 22—Cleveland, O.—Hotel Cleveland—Examiner Hanrahan: 
MC 49445—Allied Motor Express, Inc., Cleveland, O., certificate or 
permit. 


September 23—Cleveland, O.—Hotel Cleveland—Examiner Hanrahan: 
1. & S. M-2420—Charges for delays in loading and unloading. 
September 23—Indianapolis, Ind.—U. S. Ct.—Examiner Driscoll: 
* MC 103611 Sub. 2—G. Chumley, New Harmony, Ind., certificate. 
* MC 105133—R. V. McCullough, Indianapolis, Ind., certificate. 
September 25—Cleveland, O.—Hotel Cleveland—Examiner Hanrahan 
and Jt. Bd. 117: 
MC 48846, Sub. 6—Curtis Keal Transport Co., Cleveland, O., certif- 
icate to extend operations. 
MC 52110, Sub. 32—Brady Transfer and Storage Co., Fort Dodge, Ia., 
certificate to extend operations. 
September 25—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 
* MC 22492 Sub. 3—Bowser Truck Line, Inc., Indianapolis, Ind., cer- 
tificate to extend operations. 
September 25—Shreveport, La.—Washington-Youree Hotel—Examiner 
Harrison: 
1. & S. M-2394—Oil field equipment and supplies. 
September 26—Detroit, Mich.—Hotel Fort Shelby—Examiner Hanrahan: 
MC 94430, Sub. 2—A. Weiss, Mongo, Ind., certificate to extend opera- 
tions. 

















All Freight Rate Changes 


and 
All Classification Changes 


are promptly and accurately reported in 


TRAFFIC BULLETIN. 


You can be sure that not a single change in rates, 
classification, transit privileges, or regulations can 
be made without your knowing about it in advance 
if you are using the weekly TRAFFIC BULLETIN. 


Each week the BULLETIN lists every new tariff 
and supplement filed; it furnishes you with the 
Consolidated Classification docket, the dockets of 
the various territorial rate committees, and many 
of their hearing bulletins and disposition notices; 
it keeps you advised of short-notice changes, on 
both railroad and truck rates; on Fourth Section 
matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 
418 South Market Street 
CHICAGO 
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Geo. Sealy, Chairman F. W. Parker, General Manager 








Our Victory Ships 


With sleek lines that foretell her speed, representing 
the collective efforts of the nation’s leading marine 
architects—and significantly designated Victory 
Ships—a new American Merchant Marine is born. 
Yes, ships of the American Flag can bring us pros- 
perity . . . continued high-level employment for all 
in the postwar period. 









DIVISION OF POPE 
AND TALBOT, INC. 


‘company 19 ROCK ISLAND LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
3 hime, 26 th tine.Classified display discount rates - 


AIR TRANSPORT COURSE. 13 weeks using actual tariffs, codes, 
routes, maps, schedules. Passenger, express, cargo. New, authentic. 


COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


SITUATION WANTED—General 
claims, etc.; 14 years’ experience. 
Traffic World, Chicago office. 


traffic work. 


Shipping, rates, 
Draft exempt. 


Permanent. Box 260, 


DESIRE CHANGE as traffic manager or assistant with responsible 
concern, over 20 years’ experience railroad and industrial traffic prob- 
lems on national scope. Familiar all phases, legal and technical, all 


traffic problems. Best references. Box 261, Traffic World Chicago 
office. 


WANTED—Senior rate man with a general knowledge of rates 
throughout the United States. Opportunity to practice before I. C. C. 
Permanent. Good salary. Box 262, Traffic World, Chicago office. 





A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
150—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
15—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
3—Dump, Koppel, 20-Yd., 40-Ton 
20—Dump, K & J, Automatic, 16-Yd., 40-Ton 
6—Dump, K & J, Automatic, 20-yd., 50-Ton 
20—Flat, 40-Ft., 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinois 
"“*ANYTHING conteining IRON or STEEL"’ 
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September 26—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 21: 
* MC 74588 Sub. 29—Marion Trucking Co., Inc., Marion, Ind., 
to extend operations. 
September 27—Cincinnati, O.—Gibson Hotel—Jt. Bd. 117: 
MC 72214 Sub. 1—Hauselman Transportation Co., Middletown, 9, 
certificate. 
MC 105149—Union Transfer and Storage Co., Cincinnati, O., permit, 
September 27—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57: 
MC 104076, Sub. 2—Pioneer and Fayette Railroad Co., Pioneer, 0., 
certificate to extend operations. 
MC 3121, Sub. 5—Steel Trucking, Inc., Dearborn, Mich. 
September 27—Indianapolis, Ind-—U. S. Ct.—Jt. Bd. 21: 


* MC 32903 Sub. 1—E. Ecker, Burbon, Ind., certificate to extend opera- 
tions. 


permit, 


CHANGES IN DOCKET 


Hearing in MC 104839 Sub. 1, assigned for July 26 at Charlesion, 
W. Va., was canceled. 

Hearing in MC 25873 Sub. 1, assigned for July 26 at Washington, 
D. C., was postponed to August 30 at Washington, D. C., before 
Examiner Garofalo. 
Hearing in MC 104867 Sub. 1, now assigned for July 29 at Denver, 
Colo., is canceled 

Hearing in |. & S. M-2141 and |. & S. M-2442, assigned for July 
27 at Charlotte, N. C., was changed to August 8 at the Henry Grady 
Hotel, Atlanta, Ga., before Examiner Stillwell. 

Hearing in 29124, assigned for July 28 at Brooklyn, N. Y., was 
postponed to a date to be fixed. 

Hearing in MC-F-2286, assigned for July 29, at Winston-Salem, N. C., 
was canceled. 

Hearing in MC 83197 Sub. 2, assigned for July 29, at Chicago, 1] 
was canceled. 


KRAFT PAPER CAR LINERS 


STILL AVAILABLE... INSTALLED 
BY ONE MAN IN FIVE MINUTES 


No overlapping 


A-A- sides of car edges to tear. 
B-B- side sections of liner 

CC- seal : 
D-D-D- bottom section of liner ortray 
E-E- floor of car 


Lb LEY 


tL) 


Perfect protec- 
tion. 


Write for liter- 
ature. 


WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE- 
HOLD GOODS, OFFICE FURNITURE AND EQUIPMENT 








ST.LOUIS-SAN FRANCISCO RY. 








WORLD 


1., permit, 


etown, 0., 
)., permit, 


a: 
ioneer, 0O., 


end opera- 


Charleston, 


Vashington, 
C., before 


at Denver, 


-d for July 
enry Grady 


N. Y., was 


alem, N. C., 


hicago, Il. 








ERS OF HOUSE- 
1D EQUIPMENT 








July 29, 1944 








Theyhe going Te wanr...via Tructiauf Truck Trailer / 


IKELY YOU THINK of 

castor oil as belonging in 

the medicine cabinet. Well, only 

about 5 per cent of it is medic- 

inal these days. The remainder 
goes to war and to industry. 


The Baker Castor Oil Com- 
pany, world’s largest processor 
of castor beans, is working at 
capacity. Naturally, that creates 
a hauling problem, for the beans 
must be delivered to the plant 
steadily as needed—storage is im- 
practical. Besides, ships bringing 
the beans from Brazil must be 
unloaded right now. 


Four Fruehauf Trailers ... and 
only one truck... are the answer. 


How does one truck pull four 
Trailers? By “shuttling !” While 
two of the Trailers are being 
loaded at shipside, and a third is 
being unloaded at the Baker 
plant, the truck and driver are 
en route with the fourth Trailer. 
One truck and driver literally do 
the work of four... a tremen- 
dous saving in manpower, equip- 
ment, tires and fuel ! 


Then . . this four-fold ad- 
vantage is further multiplied in 
this way: the Trailer loads weigh 
12 tons, yet they are pulled by 
114-ton trucks, which are de- 


signed to carry only a fraction 
of that weight. 


Baker officials say there’s no 
other practical way to move this 
cargo. It’s the story that thou- 
sands of companies in more than 
one hundred lines of business 
have learned through experi- 
ence . . that Truck-Trailers do 
the difficult, specialized jobs that 
can’t be done as well, if at all, 
by any other method. 


* * 


World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER CO. e DETROIT 


Service in Principal Cities 


Keil Cotloe Beans! 


When the Japs cut off our imports of tung oil, essen- 
tial for paint and lacquer, chemists sought feverishly 
for a substitute. They found it .. . castor oil—now 
held to be superior to tung in many respects. 

Castor beans have an amazingly high oil content— — 
100 pounds of beans yield more than 43 pounds of oil. ic — 


moe) 
Until some years ago, most of our castor beans 


came from India. Now Brazil is the largest source. (coaPatiwon 
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MOTOR TRANSPORT Will Get Your Job Done 
5 ES "BR, 


If you aren’t using truck transportation, why 


ATRUCKIS LIKEA HORSE\ ot challenge your shipping costs and over- 
: = all efficiency with the job that professional 


haulers can do for you? 


INVEST IN WAR BONDS! 


“ENGINEERED | 
TRANSPORTATION” 


REG. U. & PAT. OFF. 
























(Photo by Fairchild 
Aerial Surveys, inc.) 





THE MORALE of our men is high. It will be higher 
if they are assured of a Nation unified and deter- 
mined behind them. We must not falter in our 
resolve that victory bought at such a cost of blood 
and sweat and tears shall be worth the winning. 


“Orientation,” they call it in the services. Let us 
lose no opportunity of proving to those at the 
front that we, too, here at home, are on the beam. 
Let frequent letters to friends and dear ones in 
the armed forces carry the assurance that they 
will come back to a better home-land which they 
so justly deserve. 


pi i M4 F 
WAREHOUSE COMPANY, INC. 
R. B. M. BURKE, Vice-President 
34 EXCHANGE PLACE, JERSEY CITY 
Executive Office: 66 HUDSON ST., NEW YORK 





